City of Central Point

Transportation System Plan

Approved by the Central Point City Council on Debem18, 2008
Implemented by Ordinance #1922






CITY OF CENTRAL POINT - COMPREHENSIVE PLAN

City of Central Point
Transportation System Plan
2030

Approved by the Central Point City Council on Detem18, 2008
Implemented by Ordinance #1922






Acknowledgments

Central Point Planning Department:

Tom Humphrey, Community Development Director
Don Burt, Planning Manager

David Jacob, Community Planner

Connie Clune, Community Planner

Didi Thomas, Planning Secretary

Central Point Public Works Department:

Bob Pierce, Public Works Director

Chris Clayton, Deputy Public Works Director

Matt Samitore, Development Services Coordinatok®&rRecreation Director

Transportation System Plan Technical Advisory Comnitee:

David Pyles, Oregon Dept. of Transportation

John Renz, Oregon Department of Land Conservatidevelopment

Susan Lee, Jackson County Development Services

Craig Anderson, Jackson County Planning

Mike Kuntz, Jackson County Roads

James Philip, Jackson County Roads

Paige Townsend, Rogue Valley Transit District

Matt Hermen, Rogue Valley Council of Governmentg/&R®Valley Metropolitan
Planning Organization

Eric Heesacker, Rogue Valley Council of GovernniRogue Valley Metropolitan
Planning Organization

City Council:
Hank Williams, Mayor Bruce Dingler Michael Quilty
Matthew Stephenson Richard Halley Walter Moczygam

Kay Harrison

Planning Commission:

Connie Moczygemba, Chairman Chuck Piland Candy Fis
Damian Idiart Mike Oliver Justin Hurley

Pat Beck

Citizens Advisory Committee:

Joe Thomas, Chairman Herb Farber Jake Jakabosky
Allen Broderick Sam Inkley, Jr. Larry Martin

David Painter






ORDINANCENG. \ A Qa

AN ORDINANCE AMERTNNG THE CITY OF CENTRAL POINT COMPREHENSIVE
PLAN TO UPDATE THE TRANSPORTATION SYSTEM PLAN

RECITALS:

1. In an =ffor to maintzin its Compiehznsive Plan in conformance with the Statewide

Planning Geals, the City of Central Point has completed @ Transporiation System Plan for the
City’s urban areq; and

2. Parsuant to QAR 660-12, the amendment has been prepored in complinnee with
Cregon sals adopled rules govarning prepaation and coordination of transportation system

plans whick are collectively referred (o as the Transporiation Planning Rule and with Oregon
Statewide Planning Goal #12 — Transportation; and

3. Pursuant to ORS 197.040[2)e) and OAR 660-030-D050, the City has coordinated its
planning efforts with the Stats 10 assure compliance with goals and compatibility with City and
County Comprehensive Plans and with QAR 660-12-0015 to ssenre consislenry with the Stane
and Regional TSP; and

4, Pursuant to GAR 000-12-006( D (a-¢) and (20(a~d), the ancndiment to the City*s
ackaowlzdged Comprehensive Plan amd land use regulations is consistent with the identified
tunction, capzeity and levels of service of local and regional transpertation facilities; and

5. Purspant to the requiremenis set forth in CPMC Sectiors 17.5 and 17.10, the City has
conducted the followng duly advertised public hearings to consider the proposed amendmernts:

a. Plannmg Commizsion hearings on September 2, 2008 and November 4, 2008
b, City Council hearing on December 4, 2008,

NOW, THEREFORE, THE PEOPLE OF THE CITY OF CENTRAL POINT, CREGON, DO
ORDAIN AS FOLLOWS:

Section 1. Al its public hearing on Decemnber 4, 2008, the City Council reviewed the
City staff report, received findings of the Central Point Planning Clommission, and received
public testimony from ell interested perscns. Based uson all the information reeeived, the City
Council adopts the findings and conslusions set forth in the staff report dated December 4, 2008,
a copy of which is miched hereto amd by relerence incorpoated herein, amd ased upon the
same, tke City Couneil finds that there is sufficient public need and justification for the proposed
updated Transportation Svstem Plan and the proposed Transportation System Plan 1s adopled
entirely

1 - Ordinance No. \S =3\ (120408)




Section 2. The proposed Transportation System Plan hereby supersedes and replaces the
existing Circulation/Trangportation Element of the Central Point Comprehensive Plan,

Passed by the Council and signed by me in authenication of its passage the 3’?£‘éday of

A Coeaie s 2008

Mayor Hank Williarms

L
£

ity Representative

Approved by me this Exz day of E_}gg adégg . 2008

2 = Ordinance No. ‘Li%gg_ (120408)
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City of Central Point
Transportation System Plan, 2008-2030

Chapter 1 - Introduction

1.1. Introduction

Throughout history, transportation has been a nfajior in the economic success and growth of
cities, states, and nations. The ability of a comityuo efficiently move people and goods from
one place to another offers a distinct competitisheantage over places that have limited
transportation systems. The availability of effitieransportation systems, from ancient trade
routes to today’s highways, railways, waterways aimvays have been synonymous with both
economic progress and improved quality of life.n€equently, transportation and transportation
related expenditures constitute a significant paegge of the economy, and few issues are as
important for the economic development and qualitife of local communities as transportation.

The City of Central Point recognizes the importaoickaving and maintaining a coordinated
network of transportation facilities that servesrent and future state, regional and local
_ _ transportation needs. In response to this
Figure 1.1. Central Point Urban Reserve, 2007 objective, the City has prepared this
- - Transportation System Plan (TSP) to assure
= that not only are the transportation needs of
CENTRAL its citizens met in a tlrr_1ely and efficient
manner, but that in doing so, the
transportation system will continue to be
improved in a manner that supports projected
growth, while enhancing the quality of life of
those living and visiting the City of Central
Point.

This TSP has been prepared within the
context of an urban area consisting of 2,880

~ « acres, the state’s Transportation Planning

% ‘ Rule (TPR), the Regional Transportation Plan
RCRE ‘ (RTP) as developed by the Rogue Valley
S \ Metropolitan Planning Organization

(RVMPO) and other local transportation
plans and programs as described in detail in
- Chapter 2. This TSP will serve as the
Transportation Element of the City’s
Comprehensive Plan.

Figure 1.1
URBAN AREA, 2007

1.2. The Transportation Planning Rule

In recognition of the role that transportation gléry the economic success and livability of the
state and the magnitude of the cost to providenaaidtain a competitive transportation system,
Oregon has included it as an element of the stdteplanning process. Goal 12 - Transportation
provides and encourages the planning and impletientaf a convenient, economic, and safe
transportation system that integrates local, regigtate and inter-state transportation systems.
This goal recognizes the necessity, at all leveggogernment, of having, and maintaining, a

CHAPTER 1 — INTRODUCTION
Page 1 of 161
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comprehensive transportation planning programgéates statewide transportation néedhe
preferred means to achieving this objective isufjlothe preparation of transportation system
plans (TSP). A TSP is a plan for one or more partsition facilities that are planned, developed,
operated, and maintained in a coordinated manresdore continuity of movement between
modes and geographic and jurisdictional boundaries.

To facilitate implementation of Goal 12, the statlopted rules governing the preparation and
coordination of transportation system plans (OAR-&8). These rules are collectively referred to
as the Transportation Planning Rule (TPR). ThR @&Bknowledges the significance in the
relationship between transportation and land usenphg, and defines transportation systems

Transportation \tran(t)s-
por-‘ta-shen\n 1: an act,
process, or instance of
transporting or being
transported.

Transport \tran(t)s-
‘po(a)rt, ‘tran(t)s-,\vt 1:

to transfer or convey from
one place to another.

System\V'sis-om\n 1: a
regularly interacting or
interdependent group of
items forming a unified
whole. 2: an organized se|
of doctrines, ideas, or
principles usually
intended to explain the
arrangement or working
of a systematic whole.

[

planning as a mandatory element of a communityrsprehensive
planning process.

The following objectives of the TPR have been ipooated in the
guiding principles, goals, and policies presentetthis TSP:

(a) Promote the development of transportation systaiagueate to
serve statewide, regional and local transportatimeds and the mobility
needs of the transportation disadvantaged,

(b) Encourage and support the availability of a variefy
transportation choices for moving people that barehicular use with
other transportation modes, including walking, lmloyg and transit;

(© Provide for safe and convenient vehicular, transitdestrian,
and bicycle access and circulation;

(d)

Facilitate the safe, efficient and economic flowrefght and

other goods and services within regions and thrauglhhe state through a variety of modes
including road, air, rail and marine transportation

(e) Protect existing and planned transportation faht, corridors and sites for their
identified functions;

(f) Provide for the construction and implementatiorafisportation facilities, improvements
and services necessary to support acknowledgedretwpsive plans;

(g) Identify how transportation facilities are provided rural lands consistent with the

goals;

(h) Ensure coordination among affected local governsant transportation service
providers and consistency between state, regiondllacal transportation plans; and

(i) Ensure that changes to comprehensive plans areostggpby adequate planned
transportation facilities.

1.3. The Regional Transportation Plan
In accordance with the TPR, the RVMPO is chargdt thie preparation, management, and

! Oregon Statewide Planning Goals and Guidelines

CHAPTER 1 — INTRODUCTION
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maintenance of the RTPThe RVMPO covers the urbanized area of Jackson @pimaiuding
the cities ofCentral Point, Ashland, Eagle Point, JacksonvMedford, Phoenix, Talent, the
unincorporated area of White City and surroundckdon County which in 2007 had an
estimated population of 128,780. The Rogue Vdlleuncil of Governments (RVCOG) serves as
the MPO for the Rogue Valley area. The MPO Polioyntittee, the organization's decision-
making board, consists of elected officials from thember cities and Jackson County, plus the
Rogue Valley Transportation District (RVTD), Jackg0ounty, and the Oregon Department of
Transportation (ODOT).

Figure 1.2. Central Point Forward, Fair
1.4. Values, Guiding Principles, Goals  City Vision 2020
and Policies
In 2007,Central Point Forward, Fair City pa
Vision 202Q(Vision 2020 was adopted by the | -
City Councif. Preparation o¥ision 2020 .
included considerable citizen involvement in
defining the future of the City, including the
role transportation will play as the vision
unfolds.Vision 2020adopted the following
statement as a core value for the planning an
development of the City’s transportation
system:

“The City of Central Point values a system of tnamgation and
infrastructure that is modern, efficient and sensito the
environment.”

In addition to this core transportation value, ¢itzens of Central Point developed a series of
transportation related principles. The term “pife’ refers to the community’s fundamental
position to be used throughout the preparationisptementation of this TSP. The use of
principles is intended to serve as a point of exfee and a philosophical system of way-finding as
the City navigates its way through the goals, pedicand implementation strategies necessary to
attain the City’s transportation vision. The feliog represents the principles that will guide the
preparation and implementation of this TSP:

1. To strike a balance between accessibility and cotivigy of people and goods, while
keeping the system safe, attractive and well-meiath

2. To advocate land use patterns, such as transitate development and in-fill strategies,
that support the continued enhancement of multiahwdnsportation.

3. To increase street system safety and function girolie adoption and implementation of
access management standards for the purpose otamamg and preserving the existing
investment in transportation facilities.

4. To design streets in a manner that maximizes fility aif public right-of-way; is
appropriate to their functional role, and providis multiple travel modes, while

20AR 660-012-0015(3)(a)
3City of Central Point Resolution No. 1143

CHAPTER 1 — INTRODUCTION
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minimizing their impact on the character and liMéiof surrounding neighborhoods,
business districts and the environment.

In addition to guiding principles the City has atktpa series of transportation related goals. The
term “Goals” is defined as the City’s major desoeintent, determined necessary for the
attainment of its preferred transportation systdine goals are written to focus attention, to
energize the community to action, and to instédl tasolve necessary to attain the goal during the
life of the Plan.

Goal implementation is generally enforced througpains referred to as policies. The term
“Policy” identifies the preferred course of actidetermined appropriate to the successful
attainment of a related goal. Where appropriath @alicy is followed with actions related to the
implementation of the policy. Actions are typicadigsociated with events such as code
amendments, capital improvement plans, etc.

1.5. Public Involvement & Plan Approval Process
In accordance with the Statewide Planning Godbglpreparation and adoption of this TSP
included a citizen involvement component that ideldi the following:

Central Point Citizen Advisory Committee (CAC). Throughout development of the
TSP the CAC served as a reviewing authority, priogidhput and forwarding
recommendations to the Planning Commission and@yncil. The CAC draft TSP was
the first released to the public and to other aigsnfor review (Oregon Department of
Transportation and the Department of Land Consienvaind Development). Throughout
the CAC review all meetings were noticed to encgeirthe public to participate in
preparation of the draft TSP.

The Central Point Planning Commission. The draft TSP, as recommended by the CAC,
was forwarded to the Planning Commission for cagrsiion and recommendation to the
City Council. All Planning Commission meetingsrer@oticed to encourage the public to
provide input on preparation of the final drafttleé TSP, and City Council meetings at
which the TSP was considered.

Central Point City Council. Based on recommendations from the CAC and thenitlg
Commission, the City Council reviewed the TSP aftel @onducting public hearings the
City Council December 4 and 18, 2008 adopted the &Spresented in this docunfent
The City Council meetings were noticed to furthecaurage the public to provide final
input on TSP.

1.6. Plan Organization

In acknowledgement of the relationship betweenTiR, the RTP, and this TSP, the organization
of this document closely follows the format desedbn the TPR - Elements of Transportation
System Plarts Central Point’'s TSP has been developed throwsgtias of technical evaluations
of the City’s transportation system as it curremtkjsts and as it will be expanded and used
through the year 2030. In addition, the technicallgsis preparation of this TSP has included
systematic input and review by the city staff, @igzen Advisory Committee (CAC), a Technical

4Central Point Ordinance #1922
®OAR 660-012-0020(2)
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Advisory Committee (TAC), the Planning Commissiang the citizens of Central Point. In its
entirety, this TSP contains thirteen (13) chapasréollows:

Chapter 1. Introduction

Chapter 2. Plan Compliance

Chapter 3. Land Use and Forecasting
Chapter 4. Existing Conditions and Needs
Chapter 5. Transportation Management
Chapter 6. Parking System & Management
Chapter 7. Street System

Chapter 8. Bicycle and Pedestrian System
Chapter 9. Public Transit System

Chapter 10. Aviation and Rail System
Chapter 11. Freight System

Chapter 12. Transportation System Financing
Chapter 13. Implementation Policies

Each of these chapters has been prepared in comopheith the TPR and tested for consistency
with federal, state, regional, and local transgameplans.

1.7. The Action Program

During the preparation of this TSP, there were maune occasions where it was determined that
the current standards and regulations were in aeaubdification or that entirely new provisions
were required to bring the City’s transportationgram into compliance with the TPR. Changes
to the City’s zoning and public works standardsmesented in the Implementation subsection of
Chapter 13, Implementation Policies. The Implemonasubsection identifies required actions,
the lead department responsible, the document mgedbdification, and a schedule for
completion of the action throughout the planningqok The design of the Implementation
subsection fully expects that as actions are camgliat they are noted in the Action Program
and that this section will be periodically updatedeflect the action. These periodic updates ef th
Action Program are not considered amendments $oltBP, but merely reflect an accounting of
progress in attaining the objectives of the TSBughout its life.

1.8. Program Compliance

In collaboration with the TPR and the RTP, the @ityCentral Point has prepared this TSP.
Central Point’s TSP is consistent with, and comglets, other related transportation system plans,
including local, regional, state, and federal tpowgation policies and programs. The goals,
policies, and plans set forth in this TSP repreti@City’s vision for maintaining and advancing

its transportation system in coordination withlésd use planning program. The ultimate
objective is to efficiently, and effectively pro@dor the transportation needs of the community
while improving the quality of life of its citizens

CHAPTER 1 — INTRODUCTION
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Chapter 2 - Plan Compliance

2.1. Introduction

The Transportation Planning Rule (TPR) requiresdldocal transportation system plans be
consistent with the regional transportation sygpéen and adopted elements of the state
transportation system planLocal transportation system plans are also redub be coordinated
with affected federal and state agencies, locaéguwents, special districts, and private providers
of transportation services. The purpose of thegbér is to verify coordination, and where
appropriate, compliance with applicable transpamteplans and programs and to address the
consistency of this Transportation System Plan Math affected state, federal and local
transportation plans and programs.

2.2. Plan Compliance, Scope of Review
Oregon’s Statewide Planning Goals & Guidelines, Gida Transportatiorserves as the principal
document governing the preparation and implementadf state, regional and local transportation
plans. Goal 12 requires that transportation sygtiems:

i Consider all modes of transportation;

i Be based upon an inventory of local, regional datkgransportation needs;

i Consider the differences in social consequenceésvbiald result from utilizing differing
combinations of transportation modes;

Avoid principal reliance upon any one mode of tgorgation;
Minimize adverse social, economic and environmantphcts and costs;
Conserve energy;,

Meet the needs of the transportation disadvantbgechproving transportation services;

HE B B B H

Facilitate the flow of goods and services so agrengthen the local and regional
economy; and

i Conformity with local and regional comprehensivedaise plans.

While Goal 12 establishes the state’s overall partation goal, it is the TPR that defines the
minimum requirements for the preparation of locahsportation system plans, including
compliance with other federal, state and regioraadgportation plans. The goals, policies and
plans presented in this TSP have been reviewetbfopliance with the following transportation
plans and other documents:

i Central Point Forward, Fair City Vision 2020 —A review of the City’s updated long-
term vision for the City of Central Point, with amphasis on the community’s vision for
their transportation needs.

® OAR 660-012-0015(3)(a)
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i Transportation Planning Rule (TPR) — The Transportation Planning Rule (TPR) was

adopted by the Land Conservation and Developmentr@ssion in 1991 and sets forth
the requirements for preparation of local transgiarh system plans. The City of Central

Point’'s
forth in

TSP is based on, and complies with, thet maent amendments to the TPR as set
OAR 660, Division 12 dated October 30, 800

&1 Plan Conformity, Other — Preparation of this TSP included a review ofghals and

policies of applicable state, regional, and locahs$portation plans, as well as the City’s
Comprehensive Plan and development ordinanceser @tans considered in the
preparation of this TSP included:

2.3. Central

Oregon Transportation Plan

1999 Oregon Highway Plan

Oregon Rail Plan, 2001

Regional Freight Study

Statewide Transportation Improvement Program
Oregon Access Management Rules (OAR 734-051)
Oregon Bicycle and Pedestrian Plan

Regional Transportation Plan (RTP)

Jackson County Transportation System Plan, Mar®s 20
Jackson County Bicycle Master Plan

Transit Oriented Design (TOD) and Transit CorriB@velopment Strategies for
the Rogue Valley

Rogue Valley Transit District Plan

City of Central Point Comprehensive Plan

City of Medford Transportation System Plan

City of Central Point Zoning Ordinance

City of Central Point Subdivision Ordinance

City of Central Point Public Works Standards

Other plans

Point Forward, Fair City Vision 2020

Over the course of time, there are many documentpkans that are used in guiding the
development practices of any community. The migstificant of these documents is the one that
identifies a community’s long-term vision for itstéire. The City of Central Point has developed
such a vision plarCentral Point Forward, Fair City Vision 2020Preparation of this plan was

based on cons

iderable citizen involvement in defjrthe preferred future of the City, including

the role transportation will play as the visionalds. Within the scope of the visioning process,
citizens defined a system of values, goals, stiegéegnd actions to be applied over the course of
the next thirteen years. When completed, there wigrcategories defining the City’s vision and
strategies for attaining that vision. One of thoategories included Transportation.

For transportation, the citizens of Central Pomfirted as a core value the planning and
development of a system of transportation and stft@ture that is modern, efficient, and sensitive
to the environmeht For transportation, the Vision Plan identifibdee goals, thirteen strategies,

" Central Point Forward, Fair City Vision 2020, A6, 2007, page 6
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and eight actions. Each of these goals, strategiebactions has been addressed in this TSP.

2.4. Oregon Transportation Planning Rule
The need to update the TSP is driven by the reapgings of the Oregon TPR. In accordance with
the TPR, local transportation plans at a minimunstnu

%

¥
¥

Establish a system of transportation facilities aan/ices adequate to meet identified local
transportation needs and shall be consistent wglonal TSPs and adopted elements of
the state TSP;

Be adopted as part of the City’s comprehensive @amprehensive Plan); and

Be coordinated with affected state and federal @igenlocal governments, special
districts, and private providers of transportats@nvices (Plan Conformity).

The goals and policies of the City’s TSP have aksen reviewed for consistency with the
Planning and Implementation Guidelines establithe@oal 12, Transportation, and modified as
necessary to address the following key provisidrGaal 12:

¥

¥i|

Planning - To the fullest extent possible transgtarh systems should be planned to
utilize existing facilities and rights-of-way;

Planning - Population densities and peak hour tpgatterns of existing and planned
developments should be considered in the choit@o$portation modes for trips taken
by persons. While high density developments withcentrated trip origins and
destinations should be designated to be princigaltyed by mass transit, low-density
developments with dispersed origins and destinatstiould be principally served by all
transportation modes, including automobiles, mldtigse trails, public transportation,
bicycles, etc.;

Planning - Plans providing for a transportationtsysshould consider as a major
determinant the carrying capacity of the air, laanat] water resources of the planning area.
The land conservation and development actions gealvior by such plans should not
exceed the carrying capacity of such resources;

Implementation - The number and location of majansportation facilities should
conform to the applicable state or local land Uaegand policies designed to direct
urban expansion to areas identified as necessdrgutable for urban development;

Implementation - Plans for new or for improvemehtnajor transportation facilities
should identify the positive and negative impacts o

= Local land use patterns;

= Environmental quality;

= Energy use and resources;

= EXxisting transportation systems; and

= Fiscal resources in a manner sufficient to enaiaallgovernments to rationally
consider the issues posed by the construction paedhtion of such facilities.

CHAPTER 2 — PLAN COMPLIANCE
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%

Implementation - Lands adjacent to major mass itrategions, freeway interchanges, and
major air, land and water terminals should be madamd controlled so as to be
consistent with and supportive of the land usedeelopment patterns identified in the
comprehensive plan of the jurisdiction within white facilities are located; and

Implementation - Plans should provide for a dethiteanagement program to assign
respective implementation roles and responsilslitiethose governmental bodies
operating in the planning area and having intefiestarrying out the goal.

Additionally, the TSP goals and policies were resge to confirm that the following required
elements have been addressed:

¥

¥

H

8 B B B &

B

¥
¥i|

A coordinated network of transportation facilitedequate to serve state, regional, and
local transportation needs;

A determination of transportation needs;

A road plan for arterial and collector streets atahdards for the layout of local streets
and other non-collector street connections; and

An inventory and general assessment of existingcanamitted transportation facilities
and services by function, type, capacity, and diovdi

A public transportation plan;
A bicycle and pedestrian plan;
An air, rail, water and pipeline transportationrpla

A transportation system management plan and demandgement plan (for areas greater
than 25,000 persons)

A parking plan;
Policies and land use regulations for TSP impleatént; and

A transportation financing program.

2.5. Plan Conformity, Other

The objective of the state’s transportation progisto assure that the preparation and content of
local transportation system plans support otheal)aegional and state transportation plans. The
following identifies each of the local, regionaldastate plans, the City’s Comprehensive Plan, and
land development regulations, including a summaémhanges required for conformity.

2.5.1. Oregon Transportation Plan, 20060TP): With the exception of the
designation of Hwy. 99 as noted below, the TSPgjaad policies are consistent with the
OTP goals and policies.

2.5.2. 1999 Oregon Highway Pla(OHP): As its name implies the OHP is the state’s
twenty year plan for managing and improving itshiigy system. The OHP sets forth the

CHAPTER 2 — PLAN COMPLIANCE
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state’s guiding vision for the future of the sthighway system, and sets forth goals,
policies and actions (the Policy Element) necestaaftain its vision. The OHP also
includes an analysis of system needs, revenuedsi®dnvestment and implementation
strategies, and performance measurements.

The goals and policies of this TSP are consistéfit tve OHP, with one exception
resulting from a jurisdictional exchange affectthg District Highway designation of
Hwy. 99. On May 14, 2004, by City of Central RdResolution No. 1015 the jurisdiction
of Hwy. 99 from Mile Post 1.64 to Mile Post 2.18smaansferred to the City and re-
designated as a Major Arterial. Within the Cityidan area there remain two short
sections, one north of Mile Post 1.64 and one sotiMile Post .063 that retain the
District Highway designation. The City's Street€3ification Map has been modified to
reflect these changes.

2.5.3. 2001 Oregon Rail PlanThe goals, policies and actions set forth inAire& Rail
chapter of the TSP are consistent with the OregahHA®an.

2.5.4. Regional Freight Study, 2006 The Regional Freight Study identified the smtti
of Pine Street through the downtown as a freighteo As stated in the City’s 2000 TSP
and its Vision 2020, the preference is that frelgihtiverted from that section of Pine
Street within the Central Business District.

2.5.5. Statewide Transportation Improvement Progam: The goals, policies and
actions set forth in the TSP are consistent wighStatewide Transportation Improvement
Program.

2.5.6. Oregon Access Management Rules (ORS 7341 The goals, policies and
actions set forth in the Access Management chaptive TSP are consistent with ORS
734-015.

2.5.7. Oregon Bicycle and Pedestrian PlanThe goals, policies and actions set forth in
the Bicycle and Pedestrian chapter of the TSP amsistent with the Oregon Bicycle and
Pedestrian Plan.

2.5.8.  Regional Transportation Plan 2005-203®RTP): Aside from Goal 12 and the
TPR, the RTP is the most significant contributimguiment with regard to preparation of
this TSP. Many of the findings and complianceestants contained in the RTP are relied
upon for compliance of this TSP, particularly iference to state and federal plans and
programs. The goals, objectives and policies isf TSP were compared against, and
determined to be consistent with, those of the Rilifh, the exception of the following

two items as follows:

1. Hwy. 99 Classification— As discussed, subsequent to the adoption dDHe
and the RTP, Hwy. 99 was transferred to the City downgraded from District
Highway to Major Arterial Street. When the OHP &i0P are updated they will
reflect the change in designation of Hwy. 99 to dddjrterial Street.

2. Regional Freight Study— In the Regional Freight Study, the RTP designRiae
Street, from Front Street to Hamrick Road as ayfrieioute. The freight
designation conflicted with goals and policiesha# prior TSP (2000) and the
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City’s Vision Plan. In this TSP Pine Street, wefst-b is retained as part of the
freight network, but is not identified as a majaight route (Figure 11.12).
Additional discussion on this issue is presenteGhapter 11.

In addition to the goals and policies, the RTP atstuded seven performance measures.
The purpose of the performance measures is toge@ssurances that a reduction in the
region’s reliance on the automobile would be aalievThe City of Central Point's TSP

acknowledges these performance measures and hadedsimilar supporting
performance measures for the City. The RTP peidooa measures are presented in
Table 2.1: Alternative RTP Performance MeasurescBmparison purposes the City's
performance measures are presented in Table pdrémthesis .

Table 2.1 Alternative RTP Performance Measure

Measure How Current Benchmark Benchmar Benchmark  Benchmark  Benchmark
Measured 2000 2005 (2008) k 2010 2015 2020 2030
Measure 1: The percent of % daily % daily trips % daily % daily trips % daily trips
Transit & total daily trips trips trips
bicycle/pedestri taken by transit Transit: 1.2 Transit: 2.2 Transit: 3.0
an mode share and the Transit: 1.2) Transit: 1.6 (2.2) (3.0)
combination of 1.0 bike/ped.: 8.4 (1.6) bike/ped.: bike/ped.:
bicycle and bike/ped.: (8.4) bike/ped.: 9.8 (9.8) 11.0 (11.0)
walking (non- 8.2 8.4 (8.4)
motorized)
modes.
Determined
from best
available data
(e.g., model
output and/or
transportation
survey data).
Measure 2: Determined
Percent of through GIS
Dwelling Units  mapping.
(DU’s) within Current
Y2 mile walk to  estimates are
30-min. transit  that 12% of 12% 20% (38%)  30% (40%) 40% 50% (55%) (65%)
service DU’s are within
Y mile walking
distance of
RVTD transit
routes.
Measure 3: Determined
Collectors & through GIS
arterials Mapping.
w/bicycle Current
facilities estimates are
that 21% of 21% 28% (16%)  37% (21%) 48% 60% (48%) (70%)
collectors and
arterials in the
City have
provisions for
bicyclists.
Measure 4: Determined
Percentage of through GIS
collectors and mapping. 569
arterials in Current 47% 50% (70%) > 64% 75% 80%) (85%)
. (75%)
TOD areas estimates are
with that 46% of
sidewalks. collectors and
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Measure 5:
Percentage
mixed-use
DU’s in new
development

Measure 6:
Percentage
mixed-use
employment
in new
development

Measure 7:
Alternative
Transportation
Funding

arterials in
TOD areas
have
sidewalks

Determined
by tracking
building
permits — the
ratio between
new DU’s in
TODS and
total new
DU’s in the
region.
Estimated
from annual
employment
files from
State —
represents the 0%
ratio of new
employment

in TODs over

total regional
employment.

Estimated
from annual
employment
files from
State —
represents the N/A
ratio of new
employment
in TODs over
regional
employment.

9% (9%)

0% 9% (25%)

$950,000 (-) $2.5
million (-)

26%

0,
(35%) 41%

49% (50%)  (60%)

23%

0,
(23%) 36%

44% (44%)  (50%)

$4.3
million (-)

$6.4 )
million (-)

2.5.9. Jackson County Transportation System PlaR005: The goals and policies of
this TSP have been reviewed against Jackson Cesuh8P and determined to be

consistent. No changes were required.

2.5.10. Jackson County Bicycle Master PlanThe goals, policies and actions set forth
in the Bicycle and Pedestrian chapter of the TSPmsistent with the Jackson County
Bicycle Master Plan.

2.5.11. Rogue Valley Transit District Plan: The goals, policies and actions set forth in
the Transit chapter of the TSP are consistent thi#ghRogue Valley Transit Plan.

2.5.12. City of Medford Transportation Plan: Similar to Jackson County, the City
transportation network interfaces in several las®iwith that of the City of Medford.
Central Point’s TSP was compared with Medford’s B8B was found to be consistent on
all levels. The functional classification of st®eparticularly the arterials system, is
consistent as they traverse jurisdictional lin8gnilarly the bicycle and pedestrian
systems facilitate inter-jurisdictional movemeho changes were required to assure
consistency between the two TSPs.
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2.5.13. City of Central Point Comprehensive PlanThis TSP has been prepared based
on the land use classifications and distributiotha City’s Comprehensive Plan.

2.5.14. City of Central Point Zoning Ordinance As a result of the preparation of this
TSP, numerous incidents were revealed requiringhdment of the City of Central Point
Municipal Code, Title 17, Zoning.

2.5.15. City of Central Point Subdivision Ordinarce As a result of the preparation of
this TSP, numerous incidents were revealed requaimmendment of the Central Point
Municipal Code, Title 16, Subdivisions.

2.6. Other Plans

Over the course of the past five years, the Cigydmnpleted three significant transportation
studies for Hwy. 99, East Pine Street, and the Tovieeks Transit Oriented Development district.
The findings and recommendations from these thi@esghave been reviewed and incorporated
into this TSP. The following is a brief descriptiof each study and its relationship to the TSP.

2.6.1. Highway 99 Corridor Plan This plan was prepared in 2005 for the purpdse o
identifying improvements to Hwy. 99 consistent wettmmercial revitalization of
the Hwy. 99 corridor through Central Point. Thadfhgs and recommendations
of the Highway 99 Corridor Plan have been incorfamtdn this TSP.

2.6.2. East Pine Street Transportation Plan This plan was prepared in 2004 by JRH
Transportation Engineering. The purpose of this plas to provide an
assessment of the future transportation infrasiraadf the East Pine Street
corridor area to accommodate regional and loc#idrgrowth. The plan forecast
traffic growth through the year 2023 and recommeridgrovements necessary
to maintain an acceptable level of service. Thdifigs and recommendations of
the East Pine Street Transportation Plan have bygsted and incorporated in
this TSP.

2.6.3. Central Point Transit Oriented Development Traffic Impact Study: This
study was completed in August 2000 by JRH Transgiort Engineers to evaluate
the traffic impacts of Central Point’s Transit Oried Development District. The
findings and recommendations have been incorporattds Plan.

2.7. Conclusion

The TSP as presented in this document is foune whsistent with all applicable federal, state,
regional and local transportation plans. It is@iy’s intent, throughout the duration of this TSP
to continue monitoring and managing the TSP asssacg to maintain compliance with federal,
state, regional, and local transportation systeanghnd changing transportation and land use
needs.

CHAPTER 2 — PLAN COMPLIANCE
Page 13 of 161



City of Central Point
Transportation System Plan, 2008-2030

Chapter 3 - Land Use & Transportation Planning

3.1. Introduction

By the year 2030, it is expected that the City ehttal Point’s population will approach 26,000,
making Central Point the second largest city inRlogue Valley. To accommodate the City’s
projected growth, land will be needed for housing pbs as well as other supporting land uses.
Improvements to the City’s transportation systeithlvd needed to accommodate continued
growth. The amount, use, and distribution of fatdevelopment, and the policies governing land
use and development will determine the need foréwgments to the transportation system.
Consequently, the ability of the City to effectiy@hcorporate transportation planning as an
element of its land use planning process is ctitiwéhe continued enhancement of the quality of
life offered to the citizens of Central Point.

The purpose of this chapter is to acknowledge efaionship within the City’s Comprehensive
Plan between land use and transportation planniing. findings, goals, and policies presented in
the TSP have been integrated with the findingslsgaad policies of the City’s land use program
as presented in the Comprehensive Plan. It ishegburpose of this chapter to restate the City’s
land use program, but instead to reference th@seezits of the Comprehensive Plan that most
directly determine the transportation needs ofChg.

Within the City’s Comprehensive Plan there are f@lements that have a noticeable impact on
transportation planning. Those elements are tinel Lise Element, the Population Element, the
Housing Element, and the Economic Element. Togédttese elements affect the rate, character,
and location of development within the City’s urlaea, which then determines the need for
transportation services. Each of these elementsheir role in the City’s transportation planning
process will be discussed and noted as a refetertbe TSP.

3.2. The Land Use Element

Currently, within the City’s urban area there aj8® acres of land distributed over eleven (11)
land use classifications. Included in the landalassifications is a Transit Oriented Development
(TOD) overlay zone. The land use classificatiatentified in the Land Use Element are
supported by fourteen (14) zoning districts, withen(9) residential zones and five (5)
commercial/industrial zones. Development withinteaoning district is regulated by standards
set forth in the City’s Land Development Code. I€dlvely, this system of land use
classifications, zoning districts, and developnstahdards establish the limits and tools for the
development of an efficient and timely transpodiatsystem.

Land Use Classifications:The land use classifications are the basis fardehing

traffic generation/services. The transportatiordedimg used in the preparation and
maintenance of the TSP relies on the land useifitag®ns defined in the Land Use
Element. Changes in the City’s land use clasgifioa should be accompanied by
supplemental traffic analysis to identify any imgaand mitigation measures necessary to
maintain a balanced transportation system.

Zoning Districts: Zoning districts are a higher order refinementhafland use
classification system. Zoning districts must bmpatible with the underlying land use
designation. For each zoning district, specifimety of uses are identified and regulated in
accordance with the standards set forth in the <litgnd Development Code. Allowed
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uses within a zoning district are consistent whth tinderlying land use classification.

Development StandardsThroughout the City of Central Point Municipal @LPMC)
there are codified standards that control improvem the City’s transportation system.
Most of these development standards are contamtkiCity’s Land Development Code
(Chapter 17). Another source of development staisdean be found in the City of
Central Point Public Works Standards. The Citgsalopment standards are designed to
support and implement the multi-modal goals anitjgd of the TSP.

3.3. Buildable Land Inventory (BLI)

One of the significant considerations in preparatibthe TSP is the availability and distribution
of vacant lands within the City’s urban area. Bhé¢ provides an accounting of buildable lands
by land use designation, zoning, and Transportatiea Zones (TAZ) making it possible to
determine the location and type of new developreand, the future impact of that development on
the City’s transportation system. The BLI is aa document to the Land Use Element.

3.4. Growth Projections

The rate of development of the City’s buildabledsiand its impact on the transportation system is
a function of the rate of population and employngroivth. The Population Element and

Housing Element of the Comprehensive Plan addrekseSity’s projected population growth and
housing needs throughout the planning period, whideEconomic Element addresses the City’s
expected employment growth. Together these threep@ehensive Plan elements will, in
conjunction with the BLI, provide the basis for tidiéying the rate, location of new development,
and the impact of that development on the City@s¢portation system.

3.4.1. Population Element: The Population Element identifies the City’s progec
population growth and population characteristiecsudlyhout the planning period. It
is expected that by the year 2030 the City’s papuawill be approaching 29,000
people.

3.4.2. Housing ElementThe demand for housing is a function of population
growth and household characteristics such as hgugoe, vacancy rate, and
persons per household. The Housing Element evaltlagehousing needs of the
City throughout the planning period. The Housidgnient, in conjunction with
the Land Use Element, determines the mix and digion of housing within the
urban area. As evidenced in the Housing ElemkatCity is encouraging use of
the TOD overlay to encourage mixed residential tigpraent and the use of multi-
modal transportation opportunities.

3.4.3. Economic ElementSimilar to the Housing Element, the Economic
Element, using population projections, estimatéscy@ation throughout the
planning period. Together with the Land Use Eletnne Economic Element
provides information on the rate and location disjo

3.5. Transit Oriented Development
Any discussion of land use and transportation ptanis not complete without the inclusion of
transit oriented development (TOD). As used is thapter, the term “TOD” refers to mixed-
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use, pedestrian friendly developnfeftransit-oriented design is a general description set of
development strategies designed to create an abmsthat is safe, convenient, and easily
accessible by foot, bicycle and transit users.

With the completion of th&ransit-Oriented Design and Transit Corridor Devahoent Strategies
Study(TOD 1999 Study), cities within the metropolitaiea@ have been successfully applying
transit-oriented development (TOD) as a land usdesty. The City of Central Point is an
excellent example of the application of TOD straeg Shortly after completion of the TOD 1999
Study the City adopted TOD standards and in Decewiti2000, a final plan for the Twin Creeks
Transit-Oriented Development, a 230-acre TOD ptopas approved, and development
commenced. Today the Twin Creeks TOD is a suagkeseiresentation of applied TOD
strategies. The Twin Creeks TOD has been a positfiteence on the land use planning for the
City and has set the standard for new, in-fill aadlevelopment standards throughout the City.
Today the City has a TOD designation for the Citg&ntral Business District and for the
commercial area along Highway 99. Most recenttydiizens of Central Point have reasserted in
Vision 202Qtheir continued endorsement of land use polidias support and enhance the City’'s
transit oriented land use program.

The use of TOD strategies has been endorsed dRetienal Transportation Plan (RTP) and is
represented in three of the seven RTP performaeesunes identified in Chapter 2. These
performance standards have been acknowledged ISjitthand included in the TSP as land use
performance measures for the City, and are predé@mtable 3.1. The RTP performance
measures are presented below and included in tRea§Suture performance benchmarks for the
City.

Table 3.1. RTP Alternative Performance Measures

Measure How Measured Current Benchmark Benchmark Benchmark Benchmark
2008 2010 2015 2020 2030
Measure 2: Determined through
Percent of GIS mapping. Curren
Dwelling Units estimates are that 129
(DUs) within ¥4 of DUs are within % 12% 30% 40% 50%
mile walk to 30-  mile walking distance
min. transit of RVTD transit
service routes.
Measure 5: Determined by
Percentage tracking building
mixed-use DUs permits — the ratio
in new between new DUs 0% 26% 41% 49%

development.  in TODs and total
new DU’s in the

region.
Measure 6: Estimated from
Percentage annual employment
mixed-use files from State —
employment in  represents the ratio 9% 2306 36% 44%
new of new employment
development.  in TODs over total
regional
employment.

® Transportation Planning Rule
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Table 3.2. City of Central Point Performance Meastes

Measure

Measure 3.1:
Percent of
Dwelling

Units (DUs)
within ¥4 mile
walk to 30-
min. transit
service
Measure 3.2:
Percentage
mixed-use
DUs in new
development.

Measure 3.3
Percentage
mixed-use
employment
in new
development.

How Measured

Determined through
GIS mapping.
Current estimates ari
that 12% of DUs are
within ¥ mile
walking distance of
RVTD transit routes.

Determined by
tracking building
permits — the ratio
between new DUs
in TODs and total
new DU’s in the
region.

Estimated from
annual
employment files
from State —
represents the rati
of new
employment in
TODs over total
city employment.

Current Benchmark Benchmark Benchmark
2008 2010 2020 2030
38% 40% 55% 65%
25% 35% 50% 60%
9% 23% 44% 50%

CHAPTER 3 — LAND USE AND TRANSPORTATION PLANNING
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3.6. Land Use Goals and Policies

GOAL 3.1: TO EFFECTIVELY MANAGE THE USE OF LAND WIT HIN THE
CENTRAL POINT URBAN AREA IN A MANNER THAT IS
CONSISTENT WITH, AND THAT SUPPORTS, THE SUCCESSFUL
IMPLEMENTATION OF THIS TRANSPORTATION SYSTEM PLAN.

Policy 3.1.1. The City shall manage the land elsenent of the Comprehensive Plan in
a manner that enhances livability for the citizeh£entral Point as set
forth in the Transportation System Plan.

Policy 3.1.2. The City shall continuously monimd update the Land Development
Code to maintain best practices in transit orientles$ign consistent with
the overall land use objectives of the City.

CHAPTER 3 — LAND USE AND TRANSPORTATION PLANNING
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Chapter 4 - Existing Transportation Conditions

4.1. Introduction

Section 660-012-0020(3) of the Transportation FlagRule (TPR) requires that all
transportation system plans include an inventorgxidting transportation facilities and services
by function, type, capacity and condition. In acarce with the TPR, this chapter virlzentory
the condition of the City’s existing transportat&ystem. The City’s transportation system is
comprised of five (5) transportation modes:

Street System
Pedestrian System
Bicycle System
Transit System
Rail System

S

An inventory of each of these transportation mduesbeen completed as part of the 2008 TSP
planning process. The inventory data comes fromreety of sources including the City’s physical
inventory of its street, pedestrian, and bikewastesps. For the transit system, the facilities
inventory information was provided by the Roguel®alTransportation District. For the rail
system, the inventory information was provided ®nttal Oregon Pacific Railroad (CORP).

4.2. Street System

The City's street system is comprised of over 6l@snof roadway serving a variety of functions
from arterial and collector streets to local resitd and commercial streets. Each street type
within the City has a specific functional classafiion.

4.2.1. Functional Classification: Streets, whether public or private, do not operate
independent of one another but as a network ofwags. The City’s street system is
comprised of a hierarchy of street types, eaclgdesi and constructed with the objective
of serving a specific function within the City’sestt system, the regional street system,
and the state roadway system. The City’'s stilagsification system is derived from the
Federal Highway Administration’s (FHA) functiondassification definitions, which
consists of four (4) basic street types: princgrédrials, minor arterials, collector streets,
and local streets. Each street classification d@ssithe role of that classification in
serving the flow of trips through a community’sestt network, as well as how it interfaces
with regional, state, and national street networkise following describes each of the
City's street classifications:

Principal Arterials. The City’s principal arterial system is designedin& major
activity centers within the metro area. Princigdérials have the highest traffic
volumes, serve the longest trip desires, and shHmiidtegrated with local and
regional arterial systems.

To effectively serve its design objective, printipgerials are either partially, or
fully, access controlled. In order to preserveittentification of controlled access
facilities, the principal arterial system is funttdassified as interstate freeways (I-
5), principal arterials, or minor arterials. Thanimum design standard for
principal arterials will include bike lanes andesighlks.

CHAPTER 4— EXISTING TRANSPORTATION CONDITIONS
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Intermodal Connectors. Another, often overlooked function of principal
arterials is their role as intermodal connectarkifig regional intermodal
terminals to the highway network. Although theg@mt for less than one
percent (1%) of National Highway System mileagérimodal connectors are
unique in their role as key conduits for the timahd reliable delivery of goods,
and hence the regional economy.

The U.S. Department of Transportation identifiesefiddle between I-5 and
Hwy. 62 as an intermodal connectof his stretch of arterial street is referred to
as the Rogue Valley International Airport intermoctannector. It is described as
an Airport intermodal connector connecting I-5 &hily. 62 with the Airport. The
identification of intermodal connectors, their rotethe community’s
transportation and economic system, and the invedtmeeds necessary for their
efficient operation throughout the planning perimd deserving of special
acknowledgement.

Changes to this classification require amendmeniéoT SP and would be based
on factors such as changes in land use, includimpgesion of the urban growth
boundary.

Minor Arterials. The minor arterial street system includes all @tenot
classified as a principal arterial, contains faiei§i that place more emphasis on
land access than principal arterials, and offewvael level of traffic mobility.
Minor arterials may carry local bus routes and fewntra-community
connectivity but ideally should not penetrate idiatile neighborhoods. The
minimum design standard for minor arterials wittlude bike lanes and
sidewalks.

Changes to this classification require an amendnethe TSP and would be
based on factors such as changes in land use,dimgexpansion of the urban
growth boundary.

Collector Streets. As their name implies, collector streets collea distribute
traffic from principal arterials and minor artegdb the local street system or

directly to local destinations. Collector strediffer from the arterial system in
that the collector system may penetrate residemgigihborhoods, distributing

trips from the arterials through the area to thiimate destination.

Changes to this classification require an amendnethe TSP and would be
based on factors such as changes in land use,dmglexpansion of the urban
growth boundary.

Local Streets. The local street system consists of all streetzlassified as one
of the other higher order street&s their name implies local streets provide
adjacent residential, commercial, and industriatllases with access to the City’s
higher order streets. Local streets typically offe lowest level of mobility.
Within the City there are two basic types of lostaéets as follows:

°U.S. Department of Transportation, Federal Highweyninistration, Official NHS Intermodal Connector
Listing, Rogue Valley International Airport
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Residential Streets. Residential streets provide direct access fram th
arterial network to local land uses. Residentigkesas streets provide
access to low and medium density residentially ddands. Residential
streets can be further classified based on the aupflresidential units
served.

Changes to this classification require an amendnethe TSP and
would be based on factors such as changes in laadincluding
expansion of the urban growth boundary.

Commercial/Industrial Streets. Commercial/Industrial streets provide
direct access from the arterial network to locahotercial and industrial
land uses. Commercial/Industrial streets providesg to commercial and
industrial land uses and provide localized tradfrculation. They serve
commercial, manufacturing, and industrially zonaats.

Changes to this classification require an amendnethe TSP and
would be based on factors such as changes in laadincluding
expansion of the urban growth boundary.

Private Streets. Privately owned streets provide direct access fitmerarterial
network to local land uses. Private streets mayeseoth residential and
commercial land uses and provide localized trafificulation. Private streets are
no longer permitted by the City.

Changes to this classification require the streéetbe brought to public street
standards and dedicated to the City without modiion to this TSP.

Figure 4.1Functional Classification System Mafpustrates the City’s existing arterial and
collector street classification system.

4.2.2. Jurisdictional Responsibility: Several jurisdictions, including the Oregon
Department of Transportation (ODOT) and JacksomnBgoare responsible for portions
of the existing street system within the study aréigure 4.2Jurisdictional
Responsibilities Maplentifies the jurisdictions responsible for eatteet within the City.

State Maintained Facilities. Within the planning area, ODOT maintains
Interstate 5 (I-5) as well as portions of Pine &treear the Central Point/I-5
Interchange and portions of Highway 99. Each es#éhroadways is identified as
a four-lane divided interstate freeway with posipdeds of 55 and 65 miles per
hour in the Central Point area. It is classifiedhie1999 Oregon Highway Plan
as having interstate significance and serves agrtirary north and south route
for traffic traveling through the area.

Interstate 5 (I-5)s the main Interstate highway on the West Cqasglleling the
Pacific Ocean from Canada to Mexico and servingesofithe largest cities in the
western U.S., including Seattle, Tacoma, Portl&adem, Sacramento, San
Francisco/Oakland, Los Angeles, and San Diego. iwitie planning area, ODOT
maintains I-5 which is a four-lane divided freewaith posted speeds of 55 and
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65 miles per hour. The City is bisected by I-5jehtruns in a northwest to
southeast direction on the east side of downtowerd are two I-5 interchanges
that serve Central Point. The first is locate®iae Street (Exit 33) near the
center of the city and serves the downtown aresigleatial areas in east Central
Point, the airport, and the industrial area locatediddle Road and Table Rock
Road. The second is the Seven Oaks Interchange3@Xocated approximately
two (2) miles north of the City center.

Highway 99 serves as another north-south accessghrCentral Point. In 2004,
a jurisdictional transfer was completed conveymghie City of Central Point the
section of Highway 99 from Mile Post 1.64 to Miled? 2.18. Within the City’'s
urban area there remain two short sections, orte ndbMile Post 1.64 and one
south of Mile Post .063 that retain the Districghlivay designation. The City’s
Street Classification Map has been modified teefthese changé$.

County Maintained Facilities. Jackson County has jurisdiction over many roads
within the Central Point UGB, including many sensaf the City’s arterial and
collector street system such as East and WestRiret, Hanley Road, Beall

Lane, Grant Road, Taylor Road, Freeman Road, NdfitStreet, Upton Road,
Beebe Road, and Gebhard Road. As a result obdsedf Timber Revenue
Sharing funds, the County has declared that itwgllonger maintain or otherwise
compensate for the jurisdictional exchange of ragitlsin a city’s jurisdiction.

The County does not anticipate any short-term swistto this situation.

City Maintained Facilities. As illustrated in Figure 4.2., the City maintaie
majority of the streets within the Central Poirtbam area. The cross-sections
range from two lane local streets to five laneratetreets with posted speed
ranges between 20 and 40 mph.

Privately Maintained Facilities. Throughout the City there are a limited number
of privately owned and maintained streets. Thg @it longer allows the creation
of private streets.

10City of Central Point Resolution No. 1015/Jurisitintl Transfer Agreement No. 746
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4.2.3. Traffic Safety Analysis: The crash histories on the major intersectiorbiwihe

City were reviewed to identify potential intersectisafety concerns. Crash records were
obtained from the ODOT Crash Summary Bdbksd the City of Central Point Police
Department for the period of January 1, 2002 thinoDgcember 31, 2006. Table 4.1
provides a summary of this crash data for eachettudy intersections. As illustrated in
Table 4.1, all study area intersections are cugr@pierating at less than 1.0 accidents per
Million Entering Vehicles (MEV), indicating thatéine are currently no apparent safety
issues within the City’s street system.

Table 4.1. Crash Rate, City of Central Point, 2006

Intersection Threshold Used in 2002 2003 2004 2005 2006 ADT Crash

Evaluation Rate

(MEV) (MEV)
Beall & Freeman 1.0 0 0 0 1 0 5,620 0.10
Beall & Bursell 1.0 0 0 0 0 0 4,810 0.00
Beall & Grant 1.0 0 0 0 0 0 3,360 0.00
Beall & Hanley 1.0 0 0 0 0 0 7,000 0.00
Beall & Hwy. 99 1.0 0 0 4 2 1 18,480 0.21
Taylor & Grant (south) 1.0 0 0 0 0 0 1,550 0.00
Taylor & Grant (north) 1.0 0 0 0 0 0 1,740 0.00
Bursell & Hopkins 1.0 2 1 0 1 1 4,490 0.61
Wilson & Table Rock 1.0 0 0 0 0 0 14,960 0.00
Vilas & Table Rock 1.0 0 0 0 0 0 23,870 0.00
New Haven & Hamrick 1.0 0 1 0 1 0 11,850 0.09
Gebhard & Wilson 1.0 0 0 0 0 0 1,860 0.00
Grant & Scenic 1.0 0 0 0 0 0 1,710 0.00
Scenic & Hwy. 99 1.0 0 1 0 1 0 9,660 0.11
Haskell & Taylor 1.0 0 0 0 0 0 2,840 0.00
Haskell & West Pine 1.0 1 2 2 3 2 11,320 0.48
Upton & Peninger 1.0 0 1 1 0 0 4,590 0.24
Freeman & Hopkins 1.0 0 0 0 0 0 7,650 0.00
Meadowbrook & East Pine 1.0 0 0 0 1 0 13,540 0.04
Beebe & Hamrick 1.0 0 0 0 0 0 12,960 0.00
Peninger & East Pine 1.0 10 3 3 5 4 27,340 0.50
Hamrick & East Pine 1.0 2 0 3 1 3 24,550 0.20
Hwy. 99 & East Pine (Front) 1.0 4 7 2 4 4 22,230 0.52
2" & East Pine 1.0 3 3 5 3 2 15,420 0.57
39 & East Pine 1.0 5 4 4 4 5 14,070 0.86
4" & East Pine 1.0 2 4 4 1 2 13,430 0.53
6" & East Pine 1.0 3 1 1 1 2 15,430 0.28
10" & East Pine 1.0 12 9 8 10 8 25,960 0.99
I-5 NB & East Pine 1.0 2 2 2 2 1 26,960 0.18
I-5 SB & East Pine 1.0 2 2 2 2 1 23,460 0.21
Table Rock & East Pine 1.0 1 0 0 0 0 16,060 0.03
Hazel & 3% & 2" 1.0 3 0 1 0 0 3,160 0.69

1 http://lwww.oregon.gov/ODOT/TD/TDATA/car/CAR_Pubditions.shtml
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Mobility Measures and Standards: There are two methods for determining the
quality of a street system’s mobility: Level ofr@iee (LOS) and Volume-to-
Capacity Ratio (V/C Ratio). The City uses the L&¥Sts primary methodology for
determining the street systems efficiency. Thg @liso uses V/C Ratio
methodology as a secondary measurement of effigievidle ODOT and Jackson
County only use the V/C Ratio methodology.

Table 4.2. Hig

Level of Service

A (Desirable)

B (Desirable)

C (Desirable)

D (Acceptable)

E (Unsatisfactory)

F (Unsatisfactory)

Level of Service (LOS): The LOS methodology was developed to quantify the
quality of service of transportation facilities. B@uantifies the degree of comfort
(including such elements as travel time, numbestaps, total amount of stopped
delay and impediments caused by other vehiclesjadtl to drivers as they travel
through an intersection or along a roadway sectlargeneral, level of service is
based on total delay. This parameter is defindti@total elapsed time from
when a vehicle stops at the end of a queue uetiVéicle departs from the stop
line. LOS ranges from “A” to “F”, with LOS “A” ingtating the most desirable
condition and LOS “F” indicating an unsatisfactagndition. The Highway
Capacity ManualHCM) LOS designations for signalized and stoptoulted
intersections are provided in Tables 4.2 and 4&peaetively. The City uses LOS
as a performance standard for its traffic fac#itidhe maximum level of service
for Central Point facilities is level of service “DWith the exception of ODOT
facilities the LOS methodology will be used in itigning existing and future
mobility standards for all other major roadway sys$. As previously noted the
City acknowledges that the County uses the V/CdRagthodology. However, it
is generally acknowledged that all County road$ atisome point come under the
City’s jurisdiction, and as such the LOS mobilitgasure is used.

hway Capacity Manual Level of Servie Designations for Signalized

Comments

Traffic flows freely with minimum or no delay. wérs can
maneuver easily and find freedom in operation.

Traffic still flows smoothly with few delays. Sondeivers
feel somewhat restricted within groups of vehicles.

Traffic generally flows smoothly but occasionallghicles
may be delayed through one signal cycle. Desirbdruarea
design level. Backups may develop behind turniglgales.
Most drivers feel somewhat restricted.

Traffic delays may be more than one signal cycléendupeak
hours but excessive back-ups do not occur. Coreside
acceptable urban design level. Maneuverabilityniged
during short periods due to temporary back-ups.

Delay may be great and up to several signal cycksrt
period of this level may be tolerated during pealars in lieu
of the cost and disruption attributed to providanbigher level
of service. There are typically long queues oficlels waiting
upstream of the intersections.

Excessive delay causes reduced capacity. Alwaysidered
unsatisfactory. May be tolerated in recreationaharwhere
occurrence is rare. Traffic is backed up from otheations
and may restrict or prevent movement of vehiclabat
intersection.

Traffic Flow Delay Range*

Free <=10

Stable >10 and <=20

Stable >20 and <= 35

Approaching

Unstable >35 and <=55

Unstable >55 and <= 80

Forced

*Delay Range related to the range of average \elielay (in seconds per vehicle) that falls witthia associated
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level of service.
Volume-to-Capacity Ratio
Volume-to-capacity (V/C) ratio is another measureftectiveness that is used to
describe the level of operation of signalized isg¢etions, stop-controlled
movements, and roadway segments. A volume-to-dgpatio measure
indicates the percentage of available capacityithased by traffic demand during
a given time period. When the volume-to-capaatjorexceeds 1.0, traffic
gueues will form and continue to lengthen until dechreduces to below the
capacity. The City of Central Point and Jacksonr@puse the V/C Ratio to
provide for consistent traffic analysis with ODOfdabecause the V/C Ratio is
conceptually simpler making it somewhat easierxaén to the general public.

ODOT has jurisdiction over the signalized I-5 ratapninal intersections at East
Pine Street, as well as the intersections of H@y& Beall Lane, Hwy. 99 &
Scenic Avenue and Peninger Road & East Pine St@BOT does not employ
LOS methodology. Th&999 Oregon Highway Plalists maximum volume-to-
capacity ratios for all Oregon highways based @iir flevel of importance within
the statewide highway system. Volume-to-capacityprprovides an indication of
capacity sufficiency. The higher the volume-to-aeity ratio, the more congested
the facility. The Highway Mobility Standards Poliegtablished standards for
mobility that are reasonable and consistent wighdinections of other highway
plan policies.

The 1999 Oregon Highway Plavolume-to-capacity ratio standard for I-5 and its
interchange components is 0.85. Action 1F.1 ofplhe states that the maximum
volume-to-capacity ratio for the ramp terminalsrtérchange ramps shall be the
smaller of the values of the volume-to-capacitjorédr the crossroad, or 0.85.

All other ODOT intersections within the City of Geal Point must operate at a
volume-to-capacity ratio less than or equal to 0.86r both the City and County
facilities, the maximum V/C ratio is 0.95.

Table 4.3. Highway Capacity Manual Level of Servie for Stopped Controlled
Intersections

Level of Service Delay Range*
A (Desirable) <=10
B (Desirable) >10 and <=15
C (Desirable) >15 and <= 25
D (Acceptable) >25 and <= 35
E (Undesirable) >35 and <= 50
F (Unsatisfactory) >50

*Delay Range related to the range of averagecle delay (in seconds per vehicle) that fallgini the associated
level of service.

4.2.4. Existing Operational Analysis:In 2007, the City completed an operational
analysis of the City’s existing street systériith the exception of the intersection of
Beebe Road and Hamrick Road, the City’'s arteridl@oilector street system is currently
operating at an acceptable level of service. T@& lat the intersection of Beebe Road

12 City of Central Point Transportation Plan, Exigtiionditions Technical Traffic Report, JRH
Transportation Engineering, January 24, 2007
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and Hamrick Road is operating at a LOS of E/F (am)/pAll ODOT facilities are
operating within their minimum of 0.85 V/C for Imtlange 33 ramp terminals and 0.90
V/C for the north and south remaining Oregon High®8 segments under state
jurisdiction (portions of the intersection at SeeRioad and Beall Lane). The existing
operational levels of intersections within the stadea are summarized in Table 4.4.

Table 4.4. Level of Service and Vehicle-to-CapdgiRatio

Intersection

WEST SIDE
Beall & Freeman
Beall & Bursell
Beall & Grant
Beall & Hanley
Beall & Hwy. 99

Taylor & Grant (south)
Taylor & Grant (north)

Bursell & Hopkins

Hwy. 99 & East Pine (Front

2" & East Pine

39 & East Pine

4" & East Pine

6" & East Pine

10" & East Pine
Grant & Scenic
Scenic & Hwy. 99
Haskell & Taylor
Haskell & West Pine
Freeman & Hopkins
Hazel & 3% & 2"
Haskell & Beall
EAST SIDE

Meadowbrook & East Pine

Beebe & Hamrick
Peninger & East Pine
Hamrick & East Pine
Upton & Peninger

I-5 NB & East Pine
I-5 SB & East Pine

Table Rock & East Pine

Wilson & Table Rock
Vilas & Table Rock

New Haven & Hamrick

Gebhard & Wilson

Control
Type

Stop/Unsignalizec
Stop/Unsignalizec
Stop/Unsignalizec
Stop/Unsignalizec
Signalized
Stop/Unsignalizec
Stop/Unsignalizec
Stop/Unsignalizec
Signalized
Stop/Unsignalizec
Signalized
Signalized
Stop/Unsignalizec
Signalized
Stop/Unsignalizec
Stop/Unsignalizec
Stop/Unsignalizec
Signalized
Stop/Unsignalizec
Stop/Unsignalizec
Stop/Unsignalizec

Stop/Unsignalizec
Stop/Unsignalizec
Signalized
Signalized
Stop/Unsignalizec
Signalized
Signalized
Signalized
Stop/Unsignalizec
Signalized
Stop/Unsignalizec
Stop/Unsignalizec

Standard

LOS D
LOS D
LOS D
LOS D
V/C 0.90
LOS D
LOS D
LOS D
LOS D
LOS D
LOS D
LOS D
LOS D
LOS D
LOS D
V/C 0.90
LOS D
LOS D
LOS D
LOS D
LOS D

LOS D
LOS D
LOS D
LOS D
LOS D
V/C 0.85
V/C 0.85
LOS D
LOS D
LOS D
LOS D
LOS D

LOS C
LOS B
LOS B
LOS B
V/C 0.81
LOS A
LOS A
LOS B
LOS C
LOSC
LOS A
LOS A
LOS D
LOS D
LOS A
V/C 0.23
LOS A
LOS B
LOS B
LOS B
LOS C

LOS B
LOS E
LOS C
LOS B
LOS A
V/C 0.51
V/C 0.72
LOS B
LOS D
LOS B
LOS C
LOS A

LOS & VIC  Year 2006 A.M. Year 2006 P.M.

Performance Performance

LOS C
LOS B
LOS B
LOS B
V/C 0.76
LOS A
LOS A
LOSC
LOS C
LOS D
LOS A
LOS A
LOS D
LOSC
LOS A
V/C 0.64
LOS A
LOS A
LOS C
LOS B
LOS C

LOS C
LOS F
LOS D
LOSC
LOS B
VIC 0.77
V/C 0.65
LOSC
LOS D
LOSC
LOS D
LOS B
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4.2.5. Freight Service.

Truck freight transportation within the Central RAUGB is primarily concentrated along
the truck routes designated in the Regional Tramafon Plan. Figure 4.3 illustrates the
City’s truck routes, which include Interstate Sjland Highway 99 (Front Street). I-5is
the most important freight route in the region gizug approximately 4,000 to 5,000 trucks
per day through the area. I-5 not only serveglfitehheading to destinations within the
Central Point UGB, but also serves trucks passimgugh the region to destinations
throughout the West Coast. Currently, the combir@dme of freight transported over
highway and rail modes in the I-5 corridor throulglh Rogue Valley Metropolitan
Planning Region is estimated at 25 million tonsuetiy, with the majority of this freight
carried on the highway systéi Additional Central Point Freight Routes as idfead in
the RVMPO Freight Study (2006) include Table Roda& Hamrick Road, East Vilas
Road, Pine Street, and Hanley Road.

The Freight Study finds that the freight systenmieeed of improvements to maintain
adequate levels of service to remain competitivcksaie. The Freight Study
recommended twenty-nine (29) projects that wouldrowe the region’s freight system.
Of these twenty-nine projects, seven (7) were witbéntral Point’s urban area. These
projects and their scoring are listed in Table 4.5.

Table 4.5. RVMPO Freight Study Recommended Project<ity of Central Point

Rank Project Importance to Create & Multi- Remove Total
Freight Sustain Jobs  Modal Barriers Score

6 Table Rock Rd. & West 30 14 0 30 80
Vilas Rd. Intersection

7 Table Rock Rd. & 20 30 0 30 80
Hamrick Rd. Intersection

9 Improve East/West Flow 30 10 6 30 78
on Pine Street

10 Improve Traffic Flow at 30 10 6 30 76
Central Point I-5
Interchange

21 Repair Hamrick Rd. Soutl 5 30 0 18 53
of Pine St.

23 East Pine St. & Peninger 10 10 0 30 50
Intersection

27 Table Rock Rd.: Bear 20 10 0 10 40
Creek to Pine St./Biddle
Rd.

4.3. Transportation Corridor Studies

Within the City, there are two major transportataamridors: Hwy. 99 and Pine Street. Over the
years each of these transportation corridors hadestudies prepared addressing the transportation
role of each in the community and preferred desigations.

13 I-5 State of the Interstate Report, ODOT, 2000.
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Pine Street Transportation Corridor. Pine Street serves as the City’s primary
east/west major arterial and is also the primagestserving the Central Business
District. Additionally, Pine Street is a desigrehfecight route. Because of its
history and abutting land uses, Pine Street has $egregated in to two unique
sections: East Pine Street and West Pine Street.
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East Pine Street PlanlJRH Transportation Engineering, October 2004astPine Street serves
as a typical major arterial with limited access2005, the City completed an East Pine Street

Corridor Study
the area. The

. This study identified limitations East Pine Street due to continued growth in
study also identified mitigation sugas needed to maintain an acceptable level of

service along East Pine Street. Recommended iraprents have been incorporated in this TSP
as part of the roadway improvements presented apteh 7.

West Pine Streetserves the Central Business District and is cemsaian urban
arterial through the downtown with on-street pagkicurb-extension, and other
design features to emphasize the pedestrian naittine downtown. Because
West Pine Street traverses the downtown, it igcatithat the design standards for
West Pine Street be formalized as a by-productdzventown master plan.
Although West Pine Street is classified as a majtarial, it is imperative that on-
street parking continue to be a part of the deighVest Pine Street through the
downtown.

Highway 99 Corridor Plan (OTAK/DKS, June 13, 2005). Historically Hwy. 99
has been a north/south state highway that runsghr@€entral Point. As is typical
of the State’s old highway system, business deeel@md received direct access
from Hwy. 99. Although a major arterial streegtd are many businesses that
have direct access to Hwy. 99. Through a Tranafiort Growth Management
(TGM) grant, the City has prepared a corridor gtarHwy. 99 that will serve as a
blueprint for future private and public developmalung the highway using
Smart Growth techniqu&s It is the objective of this plan to provide an
aesthetically pleasing and safe multi-modal envirent along the corridor.

In 2005, the City and the State agreed on a jutisaiial transfer conveying to the
City the jurisdiction of Hwy. 99 between Mile Pds64 and Mile Post 2.18.
During that same period the City, after consideraodmmunity and ODOT input,
adopted the Highway 99 Corridor Plan. The ackndgéel function of Hwy. 99 is
as a major arterial with a posted speed of 45 nigte proposed design of Hwy.
99 intends to slow the traffic through the inclusaf the following:

« Gateway medians

« Frontage improvements to Fire Station No. 3

e Enhanced pedestrian crossings

e Continuous pedestrian sidewalks and pathways

* Narrower curb-to-curb distances and travel widths

« Landscape improvements to the street edges, gagt frees and
landscape planter strips

These design components have been compiled imtalevard design standard
that addresses the unique character of Hwy. 9§ur&i9.2 illustrates the City’s

typical cross-section as applied to Hwy. 99. Thmary challenge in managing
the redevelopment of Hwy. 99 will be access managgmTypical access

14 Smart Growth

is an urban planning and transportgtieory that concentrates growth in the center of

city to avoid urban sprawland advocates compaanstt-oriented, walkable, bicycle-friendly land use

including mixed-

use development with a range ofdiog choices.
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management regulations will be difficult to appdyHwy. 99 as a result of
existing land use patterns and driveways. An acoemagement plan unique to
Hwy. 99/Front Street should be prepared and addptete City.

The recommendations presented in each of thesesta® discussed in other chapters of this
TSP, such as Pedestrian, Bicycle, and Streets.

4.4. Bicycle System Existing Conditions

The City’'s existing bicycle system is illustratedrigure 4.4. While existing bicycle facilitiegea
located on a few of the arterial and collectoredgen Central Point, much of the City’s arterial
and collector systems lack bicycle facilities. Theycle facilities that do exist cover only a liext
geographic area and, in some cases, are discodrfemte each other. Many of the City’s public
schools and parks are poorly connected with sudiagmeighborhoods, reducing the opportunity
for convenient and safe bicycle travel for studemd employees. What follows are descriptions
of the status of bicycle facilities on arterial aradlector streets. The focus is on these streets
because they provide the essential connectivitdeeéo develop an effective bicycle facilities
system. The most significant arterial and collestoeets with limited or no bicycle facilities are

Front Street: There are no bicycle facilities located on Fitreet. The
Highway 99 Corridor Plarwas completed in June 209and recommended that
adding bike lanes to Front Street is not a reconti@eémmprovement. Within the
current curb-to-curb distances, the bicycle lanesld/be substandard and the
differential between the average vehicle speeddamdspeeds are too great to
support a convenient and safe bicycle system. dtpvaposed that safe and
continuous north to south bicycle lanes could lmridied along two parallel
routes:

» Second Street (north bound), with bikes and vesistaring a travel lane;
and

* A multi-use pathway west of the existing railrogacks and connecting
Crater High School with the Twin Creeks TOD andfiitere Snowy
Butte TOD (south bound). A fence separating tleogd lines and the
pathway will be required.

East Pine Street (Freeman Road to Front Street).This section of East Pine
Street has limited bicycle facilities located ndéa I-5 Interchange and Front
Street. While East Pine Street may be designaedoécycle route, due to issues
related to traffic flow, parking and access to giiog areas, bicycle lanes may not
be located on the street. Since this is the ddaazanita Street and/or Oak Street
have been designated as bikeways.

Biddle Road (Table Rock Road to Hamrick Road).From Hamrick Road to
Table Rock Road, bicycle facilities are not avd#abT his section of Biddle Road
(Biddle Road changes to East Pine Street at teesimttion of Hamrick Road) is

15 Central Point Highway 99 Corridor Plan, OTAK/DK@8ay 24, 2005
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4.4.1.

designated as a bicycle route consistent with ihedf Medford’s designation of
Biddle Road.

Upton Road — I-5 Overpass: The Upton Road — I-5 overpass provides one of
only two means for crossing I-5 in Central PoiAtnew overpass was completed
in 2008 which provides both bicycle and pedestfzmiities. Bicycle lanes were
also added to the west side of Upton which now eotmto 18 Street/Scenic
Avenue providing improved connectivity to the exigtbicycle system.

Links to Other Existing Regional & Municipal Bicycle Fadlities and Plans

The City’s Bicycle Plan as illustrated in Figurd @rovides connectivity to other local and
regional bicycle facilities and plans. These lisksuld be included to the Bear Creek
Greenway, and the City of Medford TSP, and Jackdmmty TSP which are described

below.

Bear Creek Greenway Plan: The Bear Creek Greenway is a narrow corridor of
publicly-owned land that follows the Bear Creelkeatnbed from Ashland
(Nevada Street) to Central Point (Pine Street)velimment of the Bear Creek
Greenway bicycle and pedestrian path began in &$&h the Oregon
Department of Transportation built the first 3.4avstretch of the
pedestrian/bicycle path through Medford. The Gnesncurrently includes two
primary sections:

¢ Pine Street in Central Point to Barnett Road in fdeli and
¢ Blue Heron Park in Phoenix to Nevada Street in st

When complete, the Greenway will provide a 20-mieiti-use path from the
I-5/Seven Oaks Interchange in Central Point to Nev@treet in Ashland. It will
serve as an important facility for intercity trauelthe 1-5/OR 99 corridor.
Additionally, a Rogue River Greenway is currentiythe planning stages. This
greenway will connect the communities of GrantssPBegue River, and Gold
Hill and would eventually be linked to the Bear €kg&sreenway at the Seven
Oaks Interchange. In terms of the bicycle compboéthe Central Point TSP,
the Bear Creek Greenway not only offers a relagigelfe and efficient means of
transportation but also provides an essential adioreto other communities
located along the path. The links from the CerRi@ht bicycle system to the
Bear Creek Greenway are via Upton Road / PeningadRnd East Pine Street
near the I-5 Interchange.

The Jackson County Transportation System Plan (Mark 2005): Jackson
County adopted its Bicycle Master Plan, which idfestt conditions, needs, and
projects in 1997. The current Jackson County Tramapon Plan adopted in
March 2005 incorporates the projects identifiethim master plan that have not
yet been completed. The plan also adds projectsviér@ not in the Master Plan
where traffic volumes are expected to exceed 3@&0age Daily Traffic Count
(ADT) and adequate shoulders or bike lanes ar@moeided.

The primary connections that need to be considasgdentral Point bicycle
facilities are planned, developed, and improved-ameley Road, Beall Lane, and
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Taylor Road. The Jackson County section of Talgload from Grant Road to
Old Stage Road has been scheduled for improvemeniding bicycle facilities.
Once completed, Taylor Road will provide an addiidlink from Central Point
to Old Stage Road. The county section of BealleLfiom Hanley Road to Old
Stage Road has bicycle facilities.

City of Medford Transportation System Plan (April 2003). The City of
Medford Transportation System Plan — Bicycle Ptentifies the existing and
planned bicycle system within the Medford urbaraar®n arterial and collector
streets, it is important that Medford’s and CenBaint’s bicycle systems be
coordinated and supportive. The primary connestatgscribed in Medford’s
Bicycle Plan that need to be considered as CeAuialt bicycle facilities are
planned, developed, and improved are Merriman R@aBeall Lane, Front
Street connection to North Pacific Highway (Hwy)9®/est Vilas Road via
Hamrick Road, and E. Pine Street connections tdIBiRoad. Within the City of
Medford these streets have, or are planned to éwesle lanes.
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4.5. Pedestrian System, Existing Conditions

The City’s existing pedestrian system is illustdite Figure 4.5. The City has been aggressively
constructing sidewalks within activity centers, sehools, shopping, etc. The City’s current
development standards require sidewalks alongublipstreets.

4.6. Ralil System, Existing Conditions

A single rail line runs through the City parallelwy. 99. The rail line is operated by Central
Oregon Pacific Railroad (CORP) and is used fogfrepurposes only. Throughout the City’s
urban area, there are three (3) public at-gradi®aai crossings and one (1) proposed crossing.

Table 4.5. Central Point Railroad Crossings and Catnols

Crossing Name Crossing No. Crossing Control
Beall Lane U.S. DOT #756030T Full
W. Pine Street U.S. DOT #756050T Full
Scenic Avenue U.S. DOT #756051A Full
Twin Creeks Crossing  Proposed Full

4.7. Transit, Existing Conditions

The Rogue Valley Transportation District (RVTD)wes most of the urbanized area in Jackson
County with public transit and paratransit servidealso serves other roles such as
providing medical-purpose transportation for Mediagients, coordination with other
government agencies for transportation planninghandes the region’s rideshare
program. Central Point is currently served by Ralt¢Figure 4.6) and has very strong
ridership. Based on the City’s GIS mapping, Rowesdwithin a ¥4 mile walk of
approximately 40% of the City’s residential popidat Route 40 travels from Medford to
Central Point and has received increased frequiaoyone hour to 30-minute headways
(the time between buses on the same line).
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Chapter 5 - Transportation Management

5.1. Introduction
The Transportation Management chapter addressesptreaation management best practices.
There are three basic components to transportataragement:

e Transportation System Management
* Access Management
e Transportation Demand Management

The Transportation Planning Rule (TPR) requires ¢higes over 25,000 population include in

their Transportation System Plan (TSP) strategie3 fansportation System Management, Access
Management, and Transportation Demand Managenwith a current population of less than
25,000, the City of Central Point is not requirgctiiee TPR to include these elements in its TSP.
However, because of the significance of these el&sna maximizing the efficiency of a
transportation system, coupled with the fact thaird the life of this TSP the City will exceed
25,000, the City has elected to include these pamation management techniques as a part of its
TSP. Additional information on these elementsre/jaled in the Regional Transportation Plan
(RTP).

In this chapter, it is the City’s objective to ddtsh, as a guiding principle, the use of
transportation management strategies that maxithezetility of public right-of-way; is
appropriate to the functional classification ofleatreet; and provides for multiple travel modes,
while minimizing their impact on the character dindbility of surrounding neighborhoods,
business districts, and the general environment.

5.2. Transportation System Management (TSM)

The TPR defines TSM as “techniques for increadiegetficiency, safety, and capacity or level of
service of a transportation facility without incseay its size.” TSM strategies are aimed at
making the most efficient and timely use of thesgrg transportation infrastructure, thus reducing
the need for costly roadway capacity expansiorechifiques include, but are not limited to:

« Intersection and signal improvements:

o Signal timing optimization
Controller/cabinet and signal head upgrades
Vehicle detectors repair/replace
Communication with central system
Turning lanes
Grade separations
Pavement Striping
Lane assessment changes
Signage and lighting
Using one-way streets

o0 Signal prioritization for mass transit
* Freeway bottleneck removal programs
« Data Collection to monitor system performance
* Special events management

O O0OO0O0OO0OO0OO0OO0OOo
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TSM strategies emphasize policies that can guigdeimentation of solutions to problems when
they are discovered. Specific TSM measures mgsicaple to the City’s transportation system
are presented below. The listing and discussiorSifl strategies below does not represent any
priority order. The broad range of TSM strategiasst be considered for the individual problems
associated with traffic operations at each location

5.3. Mobility Standards

5.3.1. Update Existing Traffic Signals:Local governments traditionally base their decision
on the installation of traffic signals on tManual on Uniform Traffic Control Devices.
Central Point has a history of successfully usiggas to achieve optimum traffic flow, and
will continue to give priority to improving existintraffic signals and signal systems. Such
improvements should include regular signal mainteeaupdating the signal equipment and
signal timing plan improvements.

The need for traffic signal equipment modernizatioming plan improvements, and traffic
signal removal should be evaluated based on detailalyses of traffic operations at the
existing intersections where signals are in pldRecent advances in signal technology and
acceptance have led to installation of signalsdffat a broader menu of traffic movement
options, such as protective-permissive left tuldepending on the traffic and the precise
characteristics of individual intersections, inlstibn of such equipment may prove desirable.
The Pine Street traffic calming project, which igaat of this TSP, includes the replacement of
the mechanical downtown Pine Street signals withegative-permissive left turn signals.
Signal evaluations must be made on a case-by-e@&ie dnd can be more easily evaluated
using software packages such as, but not limitedRANSYT, SYNCHRO, and Passer Il

5.3.2. Coordinate Traffic Signals: The coordination of new traffic signals through
interconnection with existing traffic signals isrmnagement technique that has demonstrated
mobility improvements in corridor level traffic ofations. Experience in other communities
has shown an eight to ten percent improvemenairettime along arterials after
interconnected systems have been installed. Reduxnftsome types of automobile-generated
emissions is also cited as a possible benefit pfaved signal systems.

Whenever additional intersections are signalizezhtal Point needs to consider how they can
be best integrated with nearby signalized inteisest In some cases, signals operate most
efficiently as independent signals, but in otheyesa they are best integrated into a signal
system. Some of the existing systems may need &xpanded to attain maximum benefit
with the addition of more signals.

The RTP identifies East Pine Street between thintéschange and Rogue Valley Highway in
Central Point as a candidate corridor for constitamaor for re-evaluation, of existing traffic
signal systems. The East Pine Street signal needsevaluated and recommendations
presented in thEast Pine Street Transportation Plan, October 200#e recommendations
from the East Pine Street Plan have been includéds TSP. Installation of master
controllers, interconnection systems, and otheipagent may help to achieve increased
efficiency and reduce congestion of the streeesystThe Pine Street traffic calming project
includes the coordination of the downtown Pine &teggnals.
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5.3.3. Eliminate Unnecessary Traffic Signalsintersection traffic control improvements
such as traffic signals are generally based ortiftehtraffic congestion and safety problems.
Over time, a change in the surrounding land uséoastreet system may reduce travel
demand at the signalized intersection, or roadwaiatersection geometric improvements
may mitigate the safety problems at the intersacti®uch changes in travel demand and
safety at the intersection may make the signal cessary, thereby requiring that the signal be
removed for optimum system performance.

Intersections requiring removal of traffic signaday be converted to two-way stop control
with free flow in the major direction of travel, tirey may be converted to all-way stop
control. The placement of traffic signals in doawh Central Point is likely to be re-
evaluated during the Pine Street traffic calmingjeut.

5.3.4. Intersection Geometric Improvements:Intersection improvements such as the
provision of turning lanes, traffic islands, chalmagion, and improved design can generally
be implemented at relatively modest cost dependmtheir complexity. The benefits,
though, in terms of improved vehicular traffic flemd pedestrian safety are substantial.

Central Point should consider following recogninedional standards for geometric
improvements at intersections. The following an@lglines established by the Institute of
Transportation Engineers in designing and improwrigrial intersections at grade:

* Reduce the number of conflicts among vehicular muams.

* Control the relative speed of vehicles both enggand leaving the intersection.

* Coordinate different types of traffic control dexécused with the traffic volume at the
intersection.

e Select proper types of intersections to servertféd volume. Low volumes can be
served with minimal control, whereas higher volumezguire turning lanes and
sophisticated actuated signal operations.

* Use separate left- and right-turn lanes at higliwa intersections.

* Avoid multiple and compound merging and divergingnmuvers. These require
complex driver decisions and create additional lociaf

e Separate conflict points. Intersection hazardsdatalys are increased when
intersection maneuver areas are too close togethmrerlap.

» Favor the heaviest and fastest flows.

* Reduce areas of conflict by channelization (stgpislands, etc.).

e Segregate non-homogenous flows. Separate lanakidtwprovided where
appreciable volumes of traffic are traveling afetiént speeds (e.g. turning lanes for
slowing vehicles).

« Consider the needs of pedestrians and bicyclists.

Geometric improvements at qualifying intersectiarsincluded in this TSP’s project list (see
Chapter 7- Street System).

5.3.5. One-Way Streets:Streets carrying high traffic volumes in major aityi centers,
such as in the central business district (CBD)scé&ities, are often regulated to carry
traffic in only one direction. The one-way desitioa increases the vehicle carrying
capacity of the street by offering additional lafastravel in the same direction and
increases capacity of signalized intersectionsgatba highway through improved signal
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progression and reduction in the number of sighakps (turning movements). The
increased capacity along the corridor can resuktdiuced delays thereby providing
significant travel time savings.

One-way streets can also result in increased shyetgducing vehicle-pedestrian and
vehicle-vehicle conflicts; preventing the entrapinef pedestrians between opposing
traffic streams; and improving the driver’s fielthision at intersection approaches.
Along with increasing capacity and safety, one-wiagets can help meet community
objectives by saving sidewalks, trees, and othkerakéde frontage assets that would
otherwise be lost because of the need to widenimxisvo-way streets. Additionally, the
one-way designation can also permit improvemengaibiic transit operations such as
routings without turn-back loops. Overall, one-v&ineets provide a cost-effective
operational solution to busy streets in highly deped areas, such as CBD or other
activity centers, without requiring large capitapenditures.

One-way street systems must be adequately sigredranugh cross-connections must be
provided for adequate accessibility. Without spabvisions, traffic congestion and
vehicle miles of travel could actually increase.

One-way streets are not universally accepted. Whee-way streets have been proposed
or implemented, many business owners object, fgdhiat access by customers will be
lost. Many communities where one-way streets e implemented have
subsequently reversed their direction or have obditigem back to two-way operation.
Such changes make it clear that implementatiomefway street systems must be
carefully considered, requiring involvement of @dirties including business owners,
motorists, and all other transportation systemsiser

Several alleys in Central Point are one-way allegarrently, no streets are identified for
being changed to one-way.

5.3.6. Install New Traffic Signals at Intersectias: Traffic signal improvements
generally provide the most cost-effective solut@mmproving traffic congestion on
existing arterial and collector streets. The nieedraffic signal control at intersections
that are currently under two-way or four-way stapizol has been evaluated as part of
this TSP and the need for new traffic signals heenlidentified in Chapter 7 - Street
System Plan.

5.3.7. Ramp Metering: Ramp meters are employed at freeway on-ramp ermsamith
the objective of optimizing throughput capacitythe mainline freeway. The
optimization is achieved by regulating the entryelficles onto the freeway during the
peak hours of operation through the use of rampadsgat the on-ramps. Very often,
optimization of freeway throughput capacity is @&steid at the expense of additional
delays at the metered on-ramps. Another key ceresidn is the ability to provide
adequate queuing or storage capacity for the stbpgkicles on the ramps leading to the
through road.

Ramp metering has proven to be one of the mostatfesitive techniques to improve
traffic flow on the freeway. A Federal Highway Adistration study of seven ramp
metering sites in the United States and Canadaley¢hat average highway speeds
increased by 29 percent after installing ramp negerAn analysis of the system in
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Seattle revealed that in addition to speed andespanding travel time improvements,
highway volumes increased between 12 and 40 peasemtesult of ramp metering. Also,
accident rate reductions between 20 and 58 peheetat been recorded as a result of
improved merging operations associated with ramggrimgy at freeway and on-ramp
merge points.

The need for metering on-ramps to I-5 should béuated by ODOT in cooperation with
local governments as the region grows and travekahels increase along I-5. Although I-
5 and the ramps are under the jurisdiction of OD®Will be important for agencies to
work cooperatively to balance the competing demamdhe interstate system.

The ramps at the Central Point interchange are#&stdao be operating at an acceptable
level of service through 2010, but by 2020 the moound ramp is forecast to exceed
ODOT’s minimum acceptable V/C ratio. By 2030gsiforecast that the southbound ramp
will have similar capacity problems. Whether ramgtering is a solution to the capacity
limitations of these two I-5 ramps is a questiobéoanswered by ODOT. This TSP does
not identify any projects for meter installatiortla¢ I-5 interchange.

5.3.8. Goods Movement ManagementThe efficient movement of goods into and out
of urban areas is essential for the economic tjtafi the region. Goods movement
management strategies are aimed at improving ctingesnd safety conditions along the
arterials. Strategies include restricting truckvégies and pick-ups to off-peak periods,
using alleys for loading and unloading, and praowidadditional curb space for loading
and unloading operations. Such strategies shauldvestigated in commercial areas
along heavily congested roads.

In preparation of this TSP the issue of freight emoent has resulted in a chapter
dedicated to freight. Chapter 11 - Freight wilaliss the role of freight movement,
issues, and solutions.

5.4. Access Management (AM)

Access Management is an effective and rationalagmbrto maximizing the City’s street system.
As its name implies, access management regulatessto land development while preserving
the flow of traffic on the surrounding road systenterms of safety, capacity needs, and speed.
To be effective, access management requires catiainbetween land use planning and
transportation planning, which is the primary okijgxof the State’s transportation planning rule.
Access management calls for land use controlsatieskeyed to development policies and
transportation system capabilities. The productroéffective access management program is a
street system that is efficient, safe, access#nld,viable. The challenge is to develop effective
access standards that find a balance betweenttraesls, land development plans, and the
functional integrity of the roadways that servedloand regional development and transportation
needs.

Access issues can be highly controversial sincessomanagement often regulates and limits
access to individual businesses or requires admasside streets or frontage roads. The key
elements to a successful access management progriaiche:

« Defining allowable access levels and spacing foioua classes of roadways;
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« Providing a mechanism for granting variances wleasonable access cannot be provided;
and

e Establishing a means of enforcing standards.

Without an access management program along astemal collectors, roadways may need to he
periodically widened to accommodate demands of development. This cycle is a result of
continually trying to satisfy traffic demands, whiare often a result of increased business activity
which is influenced by improved traffic conditionghich leads to further traffic demands. The
number of conflict points among vehicles rises assalt of an increase in the number of
driveways, causing capacity to diminish. Vehioag increases and safety and comfort are
reduced. The following are some of the more imguarelements of an access management
strategy that are applicable in the Central Paeaa

* Regulate minimum spacing of driveways.

* Regulate maximum number of driveways per propedpthge.

« Require access on adjacent cross-street (wherabigil

« Consolidate access for adjacent properties.

« Encourage connections between adjacent propenagsid not require motorists to
traverse the public streets.

¢ Require adequate internal site design and circuladlan.

¢ Regulate the maximum width of driveways.

e Improve the vertical geometrics of driveways.

« Optimize traffic signal spacing and coordination.

* Install raised median divider with left-turn decelgon lane.

e Install continuous two-way left-turn lane.

Access management standards associated with atilteefs are a required component of local
transportation system plans. Table 5.1 identtfiesaccess management standards the City of
Central Point utilizes along state facilifi®¥. Table 5.2 identifies access management guideline
for all other facilities within Central Point.

Table 5.1. Access Management Spacing Standards forstrict Highway

Posted Speed Urban Urban Special Transportation Area
Highway Business
District

>= 55 mph 700 feet -
50 mph 550 feet -
40 and 45 mph 500 feet -

30 and 35 mph 400 feet 350 feet Existing block spacing specified in Comprehensive
>= 25 mph 400 feet 350 feet Plan or other spacing as permitted. See complete
description in 1999 Oregon Highway Plan.

161999 Oregon Highway Plan, Appendix C: Access Marsge Standards, Table 15
71999 Oregon Highway Plan, Policy Element, Policy L8nd Use and Transportation (definitions)
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Table 5.2. Access Management Guidelines

Functional Minimum Minimum Spacing Appropriate Adjacent Land Use
Classification Posted Spacing between
Speed between Intersections
Driveway

and/or Street*

Major Arterial ~ 35-50 mph See Table 5.1 See Table 5.1 Community/neighborhood
commercial near major
intersections.

= Industrial/office/low volume
retail and buffered medium o-
higher density residential
between intersections.

Light industry/offices and
buffered medium or low
density.

Neighborhood commercial
near some major intersections.

Neighborhood commercial
near some major intersections.
Medium or low density
residential.

Primarily lower density
residential.

Primarily industrial.

Primarily low density
residential.
Primarily industrial.

Minor Arterial ~ 35-50 mph 300 feet Ya Mile

v

Collector 25-35 mph 50 feet 300 feet

Local 25 Access to each 300 feet
lot permitted

v YW Vv vV Vv Y

*Desirable design spacing (existing spacing willyya

5.4.1. Access Management Planningn recognition of the value of access
management, the City of Central Point has prepacedss management plans and
standards for its arterial and collector streetesys

Access Management Plan for Front Street (Highway 9fPine Street. This plan
was prepared in 2003 to identify access managestiiegies for the section of
Highway 99 generally defined as Front Street. Plas also included the section of
Pine Street from Haskell Street to First StreedthBshort-term and long-term access
strategies were developed. The findings and reamdations of the Access
Management Plan for Front Street (Highway 99)/Mtreet Plan are incorporated in
this TSP by reference.

Central Point Highway 99 Corridor Plan. This plan was prepared in 2005 and
addressed the land use and transportation neétiglofvay 99 as a major
transportation corridor. This plan differed fronet2003 Access Management Plan
for Front Street (Highway 99)/Pine Street Plan dnlyhe extent that its purpose wés
broader in scope, including roadway geometry oggtibicycle and pedestrian
systems, urban design solutions, etc. The accasagement recommendations in
both plans are consistent for the section of High@&referred to as Front Street.
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The findings and recommendations of the CentrattRdighway 99 Corridor Plan are
incorporated in this TSP by reference.

5.5. Transportation Demand Management (TDM)

The objective of Transportation Demand ManagemED) strategies is to reduce the number of
single-occupant vehicles using the road systemengribviding a wide variety of mobility options

to those who wish to travel. In accomplishing thiigective, TDM measures increase the carrying
capacity of the transportation system, withoutdkpense and inconvenience of adding capacity to
the system. If implemented on an area-wide basisaatively supported by agencies, businesses,
and residents, TDM strategies may be able to redudelay the need for street improvements as
well as reduce energy consumption and air quatitplems. TDM strategies are aimed at
reducing travel demand by influencing people’s étdoehavior in one of two ways: (1) by
reducing the need to travel, or (2) by encouragiagel utilizing a mode other than a single-
occupant automobile.

To manage the demand upon a transportation sy#itene, are a number of basic approaches that a
community may take. First, decreasing peak deneithdr by shifting person-trips from the peak
hour of demand or by eliminating person-trips. sBartrips represent the number of trips made by
an individual, while vehicle trips account for mplé person-trips depending upon the number of
people traveling in the vehicle. Second, for teespn-trips that are necessary during the peak
hour of demand, a community may encourage non-ukriand vehicular alternatives to single-
occupant vehicles (SOVs). Non-vehicular alterrestisuch as bicycling and walking are most
applicable for short trips, while vehicular altetimas such as ridesharing and transit are necessary
for intermediate and long trips. Finally, a comiitymay reduce the demand on its surface
transportation system by decreasing the distamaesléd by vehicle trips through different
methods including, but not limited to, transit-oried type development and increasing the
attractiveness of alternative modes of transpantatiich as transit, bicycling, and walking. There
is an important inter-relationship between the TBlEment and land use.

The major effect of the TDM programs would be oa flome to work and return trips, which
comprise about one-fifth of the total daily tripgdaabout half of the peak hour traffic. Although
other types of trips may be impacted, the effeatldide considerably less because the trips are
not as regular (e.g., shopping or business trgggn have a higher vehicle occupancy (e.g., school
trips), and sometimes involve the transfer of go@dg., shopping trips).

TDM strategies recommended for the Rogue Valleyopeditan area focus on the home to work
and return trips. These include establishing adtive work arrangements, promoting
telecommuting and ridesharing, and adopting ar&d@uction ordinance. TDM strategies are also
closely tied to the provision of adequate pedesfiaycle facilities and transit services and
modifying parking requirements. The following deises the recommended plan for alternative
work arrangements, telecommuting, ridesharing,aatrgp reduction ordinanceRVTD houses the
“Way to Go Program” which is Transportation Demdmhanagement programs for the entire
Rogue Valley. Programs focus on bicycle and pedessafety, carpools and vanpools, etc.

5.5.1. Alternative Work Arrangements: Local governments and major employers can
encourage work arrangements providing an alteraatithe 8-to-5 work schedule. These
arrangements could include, but not be limitecetoployee flex-time programs, staggered
work hours, and compressed work weeks as desdoiled:
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Employee Flex-Time Programs.One opportunity employers have to affect totial tr
demand is through influencing their own employgesik versus off-peak travel
behavior. A flexible schedule may allow employ&ematch their work hours with
transit schedules, make carpool arrangements, ayrevoid peak congestion times.
Active promotion of alternative schedules mighgistly decrease total peak hour
traffic.

Flex-time is most useful in offices, particularby fadministrative and information
workers. It may not be as applicable for non-@ffeenployers since their employees
often have to work hours that are not during thekgeour of traffic demand anyway
(e.g., retail employers) or because their work egLcontinuous communication
between workers. In addition, flex-time may bdidifit to implement for small
employers.

Staggered Work Hours Staggered work hours is a policy of establishadiag and
finishing times for different groups of employeddnlike flex-time, the employer,
rather than the employee, determines the staggesddhours. Like flex-time, this
tool has greater applicability to employees of éaoffices, since many non-office
employees already work staggered work hours or wogkhighly interdependent
manner.

Government agencies can take a lead by establishstandard work schedule that
differs from the historic 8:00 a.m. to 5:00 p.mhedule. For example, employees can
be encouraged to work a 7-to-4 or 9-to-6 five-daykwschedule. This is often done
for the street and parks crews in public worksagitms because of summer hours and
weather conditions. It might also be establisleedther employees, although some
agencies and local governments have encounteragbsivipp from employee groups
claiming they should have additional compensat@rufusual work hours.

Staggered work hours have to be considered in diftite need to have service desk
hours that meet the needs of citizens. Staggeoekl mours could actually increase
the opportunities for citizen contact.

Compressed Work Week. Compressed work weeks involve employees working
fewer days and more hours per day. One common débtiis policy is the 4-day/40-
hour week where the employee works four 10-housday second common form is
the 9-day/80 hour schedule in which the employerksv® days and 80 hours over a
two-week period. With the 4/40 schedule, the eygdogets one business day off
each week; with the 9/80 schedule, the employeeayet business day off each two
weeks.

Because of the extended hours, both policies ysshift one “leg” of a work trip per
working day (either the arriving or departing “I¢@ut of the peak hours. The 4/40
policy additionally eliminates an entire work tepery five business days (1/5 of the
work trips). The 9/80 policy eliminates an entirerk trip every ten business days
(1/10 of the work trips).

One of the problems with any of the compressed wohedules is the potential for
increases in non-work trips during the “off dayticreases from non-work travel may
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off-set gains made from the shift in employee saledSuch trips, however, may not
be taken during peak periods and could still preduenefits related to peak hour
congestion and air quality.

5.5.2. Telecommuting: Local governments and major employers can encourage
telecommuting. Telecommuting is another opporjuaitailable to employers to affect
total trip demand. It is similar to work-at-homelipies, except that the employee
connects to the workplace via a computer and fagémo Telecommuting arrangements
can also involve more than one employee, e.g., vanegmployer provides a satellite
work center connected to the principal work cen#enother telecommuting alternative is
a neighborhood work center operated by more thareomployer, or by an agency.
Recent advances in communications technology (etgrnet capabilities) should greatly
enhance telecommuting options. Telecommuting¥enene or two days per week could
save significant trip miles and still reap the Hasef working at the central work site.

5.5.3 Ridesharing: Local governments and major employers can encouidggharing

by subsidizing ridesharing or by making ridesharimgre convenient. Ridesharing
includes two principal categories: carpooling aadpooling. Carpooling involves the use
of an employee’s private vehicle to carry other kypes to work, either using one car
and sharing expenses or rotating driving respditgsiand vehicles. Vanpooling
involves the use of a passenger van driven by dtteeemployees with the fixed and
operating costs at least partially paid by the otiters through monthly fares. A
common feature of vanpooling is that the van ismftwned by the employer, a public
agency (such as a transit district), or a private-profit corporation set up for that
purpose.

Ridesharing can be greatly influenced by spedéatinent at the work place. Participation
can be increased by employer actions, which malashiaring more convenient through
incentives such as providing guaranteed ride hanéaces, preferential car/vanpool
parking, and area-wide and employer-based commuagshing services:

Guaranteed ride. A guaranteed ride home often makes ridesharimig m
attractive. Surveys have shown that many emplogidges to work because they
feel they need their automobile during the dayewdnse they may work late. In
some cases, they need their automobile for wopk tr errands. In other cases,
they do not use their automobile but simply watviailable for emergencies.
Provision of daytime and emergency transportatipallowing use of a company
vehicle or employer-sponsored free taxi can engmuraesharing by eliminating
some of the barriers. On the other hand, ridesbaiso reduces individual
“freedom” and is not widely accepted until theredal congestion or financial
benefits.

Preferential car/vanpool parking. Preferential carpool and vanpool parking is a
simple, inexpensive way for an employer to encoei@gployees to rideshare by
increasing the ease of access to the workplaceer@ky, preferential carpool and
vanpool parking spaces are provided close to tiidibg entrance. This makes it
convenient for the employees to access the builgiagicularly during inclement
weather conditions.
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Commuter matching services Commuter matching services, whether area-wide
or employer-based, permit those who wish to ridest@find others with similar
locations and schedules. An employer-based majd@rnvice offers the

advantage of a shared destination, but presentfighdvantage of limiting the

pool of potential riders. A carpool matching seevcan be one-time or
continuous. The Rogue Valley Transportation Dis{{iRVTD) serves as the
carpooling agency and performs a wide variety ofises to support and
encourage the use of carpools, including matchimgptential riders.

5.5.4. Trip Reduction Ordinance: Local governments can encourage major
employers to adopt trip reduction goals designa@doice site vehicular trip
generation. A voluntary Trip Reduction Ordinant®Q) is recommended for the
Rogue Valley metropolitan area, applicable to majoployers with more than 50
employees. The ordinance would apply to both exgsind proposed development,
thereby distributing the responsibility equitabBtleen existing and future
development.

A TRO is not a TDM strategy itself, but is a devimewhich TDM measures are
implemented. TROs typically require employers dadelopers to share some of the
responsibility for reducing single-occupant autorfebse by their employees. Some
communities place the burden on the initial devetepf office parks or other major
employment centers, including obligating them todfa transportation management
organization. The developer then passes thesg @b tenants of the facilities.
TROs identify specific trip reduction targets, sachthe percentage reduction of
commuter vehicle trips. The decrease in trip gati@n can be achieved by decreasing
auto trips and by increasing ridesharing and ttanps and trips by other alternative
modes.

Ordinances are usually slowly phased into many conities as a way of easing the
compliance burden. A voluntary compliance permdahitially implemented for
employers to voluntarily adapt to the requirememid learn the various demand
management tools, such as promoting ridesharirgidizing transit passes, and
developing parking incentives. During this peristlidies are conducted to determine
if voluntary compliance is meeting the communiip treduction goals. If the goals
are not met, then a community may choose to makérignreduction goals mandatory
for major employers and/or expand it to smallersone

5.5.5. Bicycle, Pedestrian, and Transit ProgramsBicycle, pedestrian, and transit
are often treated as TDM measures because prorabpoygrams aimed at
encouraging their use are a major part of an dega prhe Central Point TSP project
improvement list calls for facilities as well asepgational or promotional programs for
all three modes. Because of the importance otthexdes to the overall
transportation strategy for the region, these madesiddressed in separate plan
elements.

5.5.6. Park-and-Ride Facilities: Local governments should consider the
development of park-and-ride facilities as a cdfgetive means of increasing the
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efficiency of the existing transportation systeRark-and-ride facilities are one of
many TDM tools designed to increase efficiencyuedenergy consumption, and
provide options to the single occupant vehicle tiiark-and-ride facilities increase the
effectiveness of transit service by expanding tlea &#om which transit draws.
Patrons living outside of walking distance of atabished transit stop can drive or
bike to the park-and-ride and use transit instdattiging or cycling long distances to
their destination. Ease of access, security aratysadasy to understand layouts and
good, direct pedestrian and bicyclist connectioakeruse of park-and-ride lots
desirable.

Park-and-rides are frequently located near freant@ychanges or at transit stations

and may be either a shared use, such as at a amifechnsit Oriented Development.

(TOD) center, or an exclusive use. Shared usdtfasiare generally designated and

maintained through agreements reached betweendhEttansit operator and nearby
businesses, churches, or other entities.

The Rogue Valley Council of Governments complefidee Park-and-Ride
Feasibility/Location Studiyn January 2001 for the RVTD service area. Féasib
locations for park-and-ride sites were one of #sk$ of the study. For Central Point,
it was suggested that a park-and-ride site coulddasted at East Pine Street and
Freeman Road in the Albertson’s parking lot locaiedRVTD’s Route 40 (Medford

to Central Point). This site could be accessesduhbound I-5 commuters or those
coming from within Central Point. This site would imost logical if it could be served
by an express transit line running on the I-5 clamri Current routing would require
buses to slightly deviate on their in-bound jourdaymost other respects, this lot
would work well as a park-and-ride facifiy

The City should remain open to other alternativekjaend-ride facility options. As an
example it was suggested by RVTD that strategidattgted churches could also
serve as effective park-and-ride facilities.

18 Park and Ride Feasibility/Location Study. Redtalley Council of Governments, January 2001

CHAPTERS5- TRANSPORTATION MANAGEMENT1
Page 51 of 161



City of Central Point
Transportation System Plan, 2008-2030

5.6. Transportation Management Goals, Objectivesand Policies

GOAL 5.1: TO MAXIMIZE, THROUGH TRANSPORTATION SYSTE M
MANAGEMENT TECHNIQUES, THE EFFICIENCY, SAFETY, AND
CAPACITY OF THE CITY'S EXISTING TRANSPORTATION
FACILITIES AND SERVICES.

Policy 5.1.1.  The City shall make every effonni@intain mobility standards that result
in a minimum level of service (LOS) “D.” The Cigfines LOS D as the
equivalent to a volume-capacity ratio of 0.9.

Policy 5.1.2.  The City shall facilitate implemation of bus bays by RVTD on transit
routes as a means of facilitating traffic flow chgipeak travel periods.
The feasibility, location and design of bus bayalldbe developed in
consultation between the City and RVTD

GOAL5.2: TO EMPLOY ACCESS MANAGEMENT STRATEGIES TO ENSURE
SAFE AND EFFICIENT ROADWAYS CONSISTENT WITH THEIR
DESIGNATED FUNCTION.

Policy 5.2.1.  The City shall prepare, adopt, andintain, either within the zoning
ordinance or the Public Works Standards and Detaigsual, access
management standards based on best practices.

Policy 5.2.2.  The City shall implement the acerasagement strategies presented in
the Access Management Plan for Front Street (High98)/Pine Street
and the Central Point Highway 99 Corridor Plan.

GOAL 5.3: TO REDUCE THE DEMANDS PLACED ON THE CURRE NT AND
FUTURE TRANSPORTATION SYSTEM BY THE SINGLE-OCCUPANT
VEHICLE.

Policy 5.3.1.  The City shall serve as a leadingnagie for other businesses and
agencies by maximizing the use of alternative partstion modes
among City employees through incentive progrante Jity shall
provide information on alternative transportatiorodes and provide
incentives for employees who use alternativesdaiigle-occupant
automobile.

Policy 5.3.2.  The City shall offer flexible schied and compressed work-week options
whenever feasible, as a way of reducing travel dema he City shall
encourage employees to telecommute, wheneverlieasib

GOAL 5.4: TO REDUCE THE VEHICLE MILES TRAVELED (VMT ) IN THE
CENTRAL POINT URBAN AREA BY ASSISTING INDIVIDUALS | N
CHOOSING ALTERNATIVE TRAVEL MODES.

Policy 5.4.1.  The City shall encourage major ergpts to promote work arrangements
providing an alternative to the 8-to-5 work schedulThese arrangements
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shall include, but are not limited to, employea-iiene programs,
staggered work hours, and compressed work weeks.

Policy 5.4.2.  The City shall encourage major ergpts to promote telecommuting
where feasible.

Policy 5.4.3.  The City and major employers shatlairage ridesharing by making
ridesharing more convenient.

Policy 5.4.4.  The City shall encourage major ergpts to work with RVTD to adopt
trip reduction goals designed to reduce site vdhaicuip generation.

GOAL 5.5: TO MAINTAIN CONSISTENCY BETWEEN TRANSPORT ATION
DEMAND MANAGEMENT (TDM) MEASURES PROMOTED BY THE
CITY WITH THE REGIONAL TRANSPORTATION PLAN STRATEGI ES
AIMED AT REDUCING RELIANCE ON THE SINGLE OCCUPANT

VEHICLE (SOV) AND REDUCING VEHICLE MILES TRAVELED ( VMT)
PER CAPITA.

Policy 5.5.1.  The City shall coordinate and mainta consistency in the
implementation of transportation demand managersgategies with

similar regional strategies as presented in theiBag Transportation
Plan.
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Chapter 6 - Parking Management

6.1 Introduction

The Oregon State Transportation Planning Rule (Tétiepurages and promotes a variety of
transportation choices that balance vehicular uteather transportation modes, including the
reasonable management of vehicular parking spdoesccordance with OAR 660-012-
0045(5)(c), the City of Central Point has electe@repare, as part of its Transportation System
Plan (TSP), a chapter addressing management dfeet-and off-street parking within the City’s
urban area. The primary goal in regulating park&ig responsibly reduce auto dependence, and
to encourage use of alternative modes of trandjamtevhere they are available. This chapter will
address objectives and strategies for the manadevhtre City’s parking supply that integrates
land use planning and best practices for on-stregtoff-street vehicular parking consistent with
the Regional Transportation Plan (RTP) and the TIRR.contents of this chapter are intended to
provide a basis for the development and implememtatf parking regulations for the City of
Central Point.

6.2. Current Parking Inventory

The TPR defines the term “parking space” as orestird off-street parking spaces designated for
automobile parking in areas planned for industdammercial, and institutional or public use.
Based on this definition, a parking inventory foe ICity was completed in 2008 with a count of
4,585 parking spaces located within the City's araeea. The Parking Inventory will be
maintained on an annual basis.

6.3. Parking Performance Measures

The primary means of measuring the City’s progiesdtaining its parking objectives will be
determined using a per capita parking ratio (ParRatio). The Parking Ratio is measured by
dividing the parking inventory by the most currpopulation. Over the course of this TSP, it is
the City’s objective to reduce parking spaces ppita by 10%. Currently, the City's Parking
Ratio is 0.27. A 10% reduction will reduce thektag Ratio to 0.24 by the year 2030. The
parking performance benchmark is defined in Talle 6

Table 6.1. Transportation System Plan Parking Perfonance Measures

Measure How Measured Current Benchmark Benchmark Benchmark Benchmark
2008 2010 2015 2020 2030

Measure 6-1: Ratio of Calculated based on the

parking spaces to City of Central Point

population within the Parking Inventory and

urban area. annual population estimate 0.270 0.265 0.260 0.250 0.240
from Portland State
University.

6.4. Parking Strategies

There are many parking strategies addressing awaidety of techniques that manage parking
supply and demand. The appropriateness of anyithdiVparking strategy is dependent on the
needs of the community. Not all parking strategiesappropriate for a community at any
particular period in time, but may be appropriatemty later stages of a community’s
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development. Consequently, the list of potentiaking strategies includes strategies that may not
be appropriate at this time, but may be appropuigien the planning period.

In Table 6.2, a comprehensive listing of parkingtegies is identified and cross referenced to
both the RTP and TSP. A discussion of each oftiaegies and their applicability to the City is
included in this section. There are two categarigsarking strategies presented in Table 6.2:
Parking Facility Efficiency and Reduce Parking Dewha As their names imply, strategies that
address Parking Facility Efficiency are intendednaximize the use of parking spaces (supply)
while strategies to Reduce Parking Demand aretduigo reductions in the demand for parking.

Table 6.2 Parking Plan Strategies

STRATEGY TSP RTP
POLICY  POLICY

PARKING FACILITY EFFICIENCY

Shared Parking 6 NA
Regulate Parking 6 NA
Accurate & Flexible Standards 6 6.B-2
Parking Maximums 6 6.B-1
Remote Parking & Shuttle Service 6 6.B-6
Smart Growth Policies 3 6.B-5
Walking & Bicycle Alternatives 8 NA
Increase Capacity of Existing Parking 6 NA
REDUCE PARKING DEMAND

Mobility Management 5 6.B-3, 6.B-4
Price Parking 6 NA
Improve Pricing Methods 6 NA
Financial Incentives 6 NA
Unbundle Parking 6 NA
Parking Taxes 6 NA
Improved Bicycle Facilities 8 NA
User Information & Marketing 6 NA
Enforcement & Control 6 NA
Transportation Management Assoc. 6 NA
Overflow Parking Plans 6 NA
Spillover Problems 6 NA
Parking Facility Design & Operation 6 6.B-5

6.4.1 Shared Parking: The term “shared parking” refers to a parking facthat serves
multiple destinations/uses. The key to the eflectise of shared parking relies on the mix
of uses sharing the parking facility. The usehafred parking is most effective in a mixed
use development where there is a variety of ussshtve different peak hour parking
demands.

Traditionally, parking lots have been sized to asewdate 90 percent of peak hour and
peak month usage, typically the Christmas seaswhserve a single development. For
the most part, these lots are operating at lewaisiderably less than the number of spaces
provided. Shared parking standards allow diffetesgts with different peak period

parking demand to share parking facilities.
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For example, a series of buildings may include dant uses as restaurants, theaters,
offices, and retail, all of which have varying pase times. A restaurant generally
experiences parking peaks from 6 to 8 p.m., wiffiees typically peak around 10 a.m.
and again around 2 p.m. on weekdays. Some rstabkshments have their peak usage
on weekends. Theaters often peak from 8 to 10 p¥ithout a shared parking plan, these
uses would develop parking to serve each of thdividual peaks. This generally results
in each lot being heavily used while the other tigerate at far less than capacity.
Depending upon the combination of uses, a shamdhgaplan may allow some
developments to realize a parking reduction of &@édrcent without a significant
reduction in the availability of parking at any dirae, due solely to the different peak
periods for parking.

One of the major stumbling blocks to implementihgred parking standards is local
jurisdictions themselves. Quite often, parkingepdre written to express parking
minimums as opposed to maximums. In some casefniementation of shared
parking strategies may require changes to the nimimparking requirements contained in
the parking policies.

Other issues surrounding shared parking are lighitisurance, and the need for
reciprocal access agreements allowing patrons@fstablishment to cross land owned
by another establishment.

The City zoning ordinance currently contains somwigions permitting shared parking,
and will continue efforts to expand the use of sgrarking. It is acknowledged that the
success of shared parking is in the understandirggpmeak parking demand and the mix of
uses to assure different peak parking demand.

6.4.2. Regulate Parking:Parking regulations refer to the adoption of cdstregulating
who can use parking, when the parking can be asetifor how long a vehicle may park
in a given location. As an example the establisttroéloading zones is a parking
regulation, as is handicapped parking, time linntsparking zones, etc. The primary
objective of regulating parking is to ensure thatkpng is available to a specific user

group.

The City’s parking regulations follow conventiopahctices and laws. Since the City
already employs parking regulations, it is only e&gary that the City periodically
evaluate the efficiency of its parking regulationgram and update as necessary to
maintain optimal efficiency.

6.4.3. Accurate and Flexible Standards:Generally referred to as efficiency-based
parking standards, this strategy refers to theofiparking requirements adjusted to a
location’s needs based on parking demand and stipgiyaddresses the demographic,
geographic, and management factors unique to &g @he use of lower parking
standards for retirement housing is an exampleadirate and flexible parking standards.

The City will continue efforts to establish lowenimum parking requirements in the
current zoning districts to encourage in-fill demginent and the use of alternative travel
modes. This is particularly true of commercial andustrial zoning. Lower parking
minimums could have an impact on the total parkmvgntory, but there is no guarantee
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that development would choose fewer parking spiacdheir developments. Lower
minimum parking requirements, however, might enageirsome in-fill development. In-
fill development can be encouraged to increaseitiessnd remove land from its
temporary status as parking lots. Both the redurctf existing parking and increasing
building densities will help lead to a more pedestifriendly environment and encourage
transit ridership - a primary goal of the TPR.

6.4.4. Parking Maximums: Most often zoning regulations address parking imseof

the minimum parking required for any given useisTditen leads to an over abundance of
parking, particularly in retail environments. As hame implies, maximum parking
standards establish a maximum amount of parkirgvali per use or area. Depending
upon how the zoning regulation is structured, thewant of parking built in connection

with new development could be reduced by as mu@0amercent. The exact levels of
parking permitted for new development would be ffiglion the rate of expected
construction by land use type.

The City does not currently regulate the maximurowrhof parking allowed. The
adoption of maximum parking standards is an effeatieans of reducing excessive
parking and is a stated policy of the City. As adurct of this TSP, the City will be
updating the parking regulations in its Land Deysteent Code to provide maximum
parking requirements for all uses and developmeeeiv( in-fill, redevelopment).

6.4.5. Remote Parking and Shuttle ServiceRemote parking typically involves off-site
parking, and is very similar to shared parking.nmRte parking essentially addresses
parking needs by providing parking in outlying axe&onsequently, users of remote
parking are required to walk further, or use trélsisuttle services to reach the intended
destination.

The City’s current zoning regulations support reenparking, provided that it is located
within a minimum specified distance. With respedtansit/shuttle service, the City does
support efforts by ODOT and RVTD to develop shatlgice and park-and-ride
facilities.

6.4.6. Smart Growth: Smart growth is a term that represents land usejig
techniques that encourage compact, mixed-use, pigaeiiendly, and transit-oriented
development. Smart growth technigues are aimeeldaicing reliance on the automobile
by providing an environment that encourages walkingd bicycling.

The City has been very aggressive in its purswsnedrt growth techniques, with projects
such as Twin Creeks TOD, Snowy Butte Station, lemddoption of transit oriented
development standards.

6.4.7. Walking and Bicycle Alternatives: To the extent that they reduce reliance on use
of the automobile, walking and bicycle policies areeffective parking strategy. An
effective and connected pedestrian and bicycleesystill reduce the demand for parking.

In Chapter 8, the City’s policies and plans for dieypment of a convenient and safe
pedestrian and bicycle system are stated.
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6.4.8. Capacity of Existing Parking Facilities: Increases in the capacity of existing
parking facilities applies to both on-street andstfeet parking. It is not unusual for older
parking facilities to have areas of waste, or gadimensions which can yield additional
parking. Many cities also have parking requirerag¢hat don't allow flexibility in
dimensional standards, i.e. compact parking.

The City will continuously evaluate its parkingrsiards to maintain use of best practices
for parking management.

6.4.9. Mobility Management: Mobility management, more commonly referred to as
transportation demand management (TDM) addresissegies that increase the
efficiency of a transportation system by changnage! behavior. This change in behavior
can be in the form of routes use, transportatiodantime of travel, etc., or a combination
thereof. An effective TDM program can cause a ctidua in the demand for parking.

Chapter 5 of the TSP discusses the City’s use &f $ttategies. When successfully
implemented, many TDM strategies will also resubt reduction in the parking demand.

6.4.10. Price Parking: Another approach to reducing the supply of parkintg impose a
fee on the use of parking spaces, particularlyiwitommercial areas. There are a
number of responses, both positive and negativaritoing parking. One of the negative
responses is to work, shop, or visit other destinatthat are not subject to pricing of
parking.

At this time, the pricing of parking is not consigl a reasonable parking reduction
technique for the City. However, it is acknowlatiffet it is merely a matter of time
before the pricing of parking will be a viable d&gy, this will be particularly true of the
successful revitalization of the downtown.

6.4.11. Improve Pricing Methods: Improvements to pricing methods relates to theactu
means by which motorists pay for parking, i.e. metparking passes, debit cards, etc.
These payment systems are often an aggravatitre tmotorist, because of the general
inconvenience they cause versus the preferrepfideng that they have become
accustomed to.

The improvement in pricing methods strategy reguiihat a pricing system be in place
(6.4.10). As noted above, it is not expectedtti@City will generate sufficient demand in
parking to support price parking and pricing metsodHowever, when considering plans
for the downtown, price parking and pricing metheadk be a consideration.

6.4.12. Financial IncentivesFinancial incentives refer to strategies that erage
motorists to use alternative means of commutingdk/shopping. Examples include,
discounted transit passes, rideshare incentivelswaat is referred to as cash-out which is
a direct cash incentive to employees to use amalige travel mode less reliant on
parking.

In the foreseeable future, the City does not guditg its direct use of this strategy but
does support its use by RVTD.

CHAPTER 6 — PARKING MANAGEMENT PROGRAM
Page 58 of 161



City of Central Point
Transportation System Plan, 2008-2030

6.4.13. Unbundle Parking: The term “unbundle parking” refers to the leasingale of
parking spaces separate from the building spabe. objective is to allow users to
purchase only the parking that is needed. Beaaiube administrative sophistication
(legal) of unbundled parking, its use is primaliitgited to metropolitan, high density
environments with very high parking demand.

At this time unbundled parking is not an approgigarking strategy for the City of
Central Point. Parking demand and general land cisaracteristics do not support
consideration of this strategy.

6.4.14. Parking Taxes:The taxation of parking is another strategy for aging the
supply of parking. Parking taxation strategiegraéd a wide range of taxation related to
parking, including the actual taxation of parkisthrm water management fees, etc.

Through its storm water systems development feeraittenance fees the City does
indirectly tax parking based on the impervious acefarea parking creates. The use of a
parking tax, other than the storm development aathtanance fee, is not a realistic
consideration until it becomes a common practiceubghout the metropolitan area.

6.4.15. User Information and Marketing: Often parking is available, but the location of
that parking is unknown. Proper signage and mengietan improve the efficiency of
parking use.

Parking information and marketing will primarily gfy to the City’s downtown area. As
the downtown revitalizes, parking will become anpitem and the location and
availability of parking will be a functional compent of the downtown revitalization
process.

6.4.16. Enforcement and Control: As its name implies, this parking strategy addresse
improvement in the efficiency of a City’s parkingfercement and control program. This
strategy is primarily a management strategy fo@usimthe attainment of a City’s parking
objectives.

Until the City has an enforcement or formal parkmgnhagement program, this strategy is
premature. Itis probable that over the next tweydars revitalization of the downtown
will result in the need for parking management. ewh parking management program is
developed, it is important to define the missiothefprogram.

6.4.17. Parking Management AssociationParking management and parking
management associations (PMAS) are mechanismsahdtcilitate shared parking
among non-adjacent land uses by providing off<stetralized parking facilities. These
facilities can be large parking structures or steftots. Parking management can employ
a wide range of techniques that will result in there efficient use of existing parking
facilities.

PMAs are entities responsible for conducting thesiagement and providing access to
resources that will ease the burden on the padapgply. Often PMAs are non-profit
groups supported by retail or business districb@ations.
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With the exception of the downtown, it is not apéted that during the planning period
covered by this TSP that the intensity of developrvehin the City will be such as to
support a PMA. Currently, within the downtown, elepment is not intense enough to
support a PMA. However, as the downtown’s revitdlon efforts mature there will be a
definite role for the creation of a PMA. This &rficularly true considering the many
small properties lacking current parking and thescof developing new parking within
the downtown.

6.5. Regional Transportation Plan

The Regional Transportation Plan 2005-2030 (RTRjains six (6) parking related policies. The
policies adopted in the RTP address some, butlhaff éhe strategies noted above. The RTP
parking policies are as follows:

RTP Policy 6.B-1: Local Governments shall consider the adoptiomatimum parking
requirements (or parking caps) in their zoning saereduce excessive off-street parking

supply.

RTP Policy 6.B-2: Local governments should establish low minimumkipa
requirements in their zoning codes to encourad#l idevelopment.

RTP Policy 6.B-3: Local governments should re-designate existiegetpl use parking
spaces to a different, special use as to encotinagese of alternative transportation
modes.

RTP Policy 6.B-4: Local governments are required to manage roadwayge as

necessary to provide for bike lanes, bus stops,léures, no parking zones, and other such
uses that promote use of alternative transportatiodes. On-street parking can be
eliminated as required to provide for these faesit The management of roadway space
also includes the use of narrower streets. Maneageof the roadway space and the
allocation for these uses can have a measurabkrcinop the amount of on-street parking.

Bike Lanes: In limited locations, the removal of on-streetkiiag and re-striping
for a bicycle lane is a possibility, rather thanviigening the roadway. However,
since most arterial and collector streets curresiyiot include on-street parking,
elimination of a significant number of parking spads unlikely.

Bus Stops: From time-to-time throughout the planning peritta placement of
bus stops will be needed as the Rogue Valley Tatesion District’s expands
routes and service.

Turn Lanes: Re-striping for turn lanes is a transportatiostegn management
strategy that can be used to increase the cap#Hdityersections. In many cases,
queuing distances at stop signs or traffic signégllsequire that no-parking zones
be extended for more than 100 feet from the inttige This could require
removal of parking that is sometimes permittedlasecas 20 feet from a cross-
walk at an intersection.

No-Parking Zones: Designating larger no-parking zones to incress® s

distances at intersections is already implied endbde. Parking is not permitted
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within 50 feet of a stop sign, yield sign, or othmffic control device where such
parking hides it from view. A blanket prohibiti@m parking within 50 feet of a
corner would have a measurable impact on the nunfiearking spaces and
would have other benefits related to sight distance

Street Standards: Adopting street standards for residential streetdd include
reducing street width to the extent that on-stpeeking would be permitted only
on one side or eliminated completely. This techaigeeds to be carefully
considered and managed through strict design dertb@ssure that residential
neighborhoods have adequate parking for visitors.

RTP Policy 6.B-5: Local governments shall utilize and encourage@pyate parking
policies and strategies to reduce auto dependemtdigacourage auto use where other
alternative modes of access are possible. Whemepigate, parking needs to be oriented
to the back or side of buildings with entrancethfront for pedestrian access.

The TPR presented two techniques in this cate@hgred Parking; and Parking
Management

RTP Policy 6.B-6: Local government and ODOT shall plan park-and-fatdities near
transit routes and major transportation connectior@ncourage transit and shared rides to
discourage single occupancy vehicles.

The parking strategies presented in this chaptez baen prepared in coordination, and are
compliant with, the parking policies adopted in RiEP.

6.6. Current Parking Code and Policy Changes

The City’'s current parking standards were last tguilan 1998. Current parking regulations
specify only minimum standards, resulting in soreeaopments, such as retail stores, to provide
an excess of parking supply. It is the City's pplihat parking regulations as set forth in thed.an
Development Code be periodically reviewed agaiest practices, and the Land Development
Code appropriately amended.

6.7. Parking Management Goals and Policies

GOAL 6.1: TO MANAGE AUTOMOBILE PARKING WITHIN THE = CENTRAL
POINT URBAN AREA AS NECESSARY TO REDUCE PARKING
CONSISTENT WITH STATE AND REGIONAL GOALS.

Policy 6.1.1.  The City shall manage the suppbgration, enforcement and demand for
parking in the public right-of-way to encourage romic vitality, traffic
safety, transportation system efficiency, and liNglof neighborhoods.

Policy 6.1.2.  Except within the Central BusinBsstrict, where on-street parking is
considered an element of the Central Business iDisteconomic
vitality, the provision for on-street parking iscemd in priority to the
needs of the travel modes (i.e., vehicle, trabgiycle, pedestrian) using
the street right-of-way, and shall be removed whetessary to facilitate
street widening.
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Policy 6.1.3. In those areas where demand exastsdequate supply of off-street
carpool and vanpool parking spaces shall be pradid€he location of
these spaces shall have preference over thosalietiior general

purpose off-street parking.

GOAL 6.2 TO PROMOTE AND MANAGE THE PARKING NEEDS OF THE
CENTRAL POINT URBAN AREA IN A MANNER THAT REASONABL Y
BALANCES THE DEMAND FOR PARKING AGAINST THE USE OF
TRANSIT, BICYCLE, AND PEDESTRIAN TRANSPORTATION MOD ES,
WHILE MAINTAINING THE ECONOMIC VITALITY AND
NEIGHBORHOOD LIVABILITY.

Policy 6.2.1.  The City shall prepare, adopt araintain parking standards that reflect
best parking practices that further the parking Igoaf the City..

Policy 6.2.2.  The City shall prepare, adopt, andintain effective development
standards for paved off-street parking areas tdude provisions for
landscaping, planting strips, pedestrian walkwaysgps, and sidewalks.
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Chapter 7 - Street System, 2008-2030

7.1. Introduction

The City of Central Point’s street system contawear sixty miles of roadways serving a variety
of functions ranging from local streets, collectansl arterials providing a broad range of
transportation services for the City’s residentiaimmercial, and industrial needs. Within this
system there are thirty-five key intersections,chty the year 2030, these intersections and
their related street segments will require both enoization and extension to accommodate the
City's projected growth as discussed in ChapteinZanticipation of this growing demand the
City has completed four major traffic studies. 3éstudies and their objectives are:

Central Point Transit Oriented Development Traffic Impact Study, JRH Engineers,
Planners & Project Managers, August 1, 2000.

Central Point Highway 99 Corridor Plan, OTAK/DKS Associates, 2005.

East Pine Street Transportation Plan Central Point, Oregon, JRH Transportation
Engineering, July 2004. Most of the City’s vackamd is served by E. Pine Street, a
major arterial. The City recognizes the impacti@felopment on the service level of I=.
Pine Street and commissioned a traffic study tduewa future growth impacts and
mitigation options.

City of Central Point Transportation Plan, Existing & Future Conditions Technical
Traffic Report, JRH Transportation Engineering, June 30, 20@7réparation of this
TSP the City commissioned a more comprehensivédiaialysis that took into
consideration prior findings of prior traffic stedi

As the City proceeds with implementation of itsygportation plans it is important that inter-
jurisdictional coordination on those projects timablve other governmental agencies be
communicated in a timely and productive mannere Gfithe primary purposes of this TSP is to
identify and acknowledge projected improvements dia inter-jurisdictional, and to provide an
estimate of the timing of those projects from cgnidbrough construction. Table 7.1 identifies
each project, the estimated timing of the projechgletions, and the jurisdictions involved in the
project’s design and development.

7.2. Street System
The City's 2030 Street System is illustrated inuf&7.1, which provides an overview of the
City’'s existing and planned arterial and colledtreet system.

7.2.1. Future Conditions: In Chapter 4, the existing conditions of the Cityteeet
system were discussed, including current deficesnciAs of 2008 the City’s street
system is operating at an acceptable level of senin order to maintain this level of
service it will be necessary that the street sydtemmonitored and improved to meet the
City's growing demand for transportation servicésrecognition of this challenge the
City has prepared, as part of this TSP, forecddtguare demands on the City’'s arterials
and collectors for the years 2010, 2020, and 203 purpose of these forecasts is to
determine improvements necessary to accommodatélgrehile maintaining an
acceptable level of mobility (LOS D) throughout Bi#y’s street system.
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7.2.2 Operational Analysis and LOS “D”: For each of the forecast years (2010, 2020, and
2030), an operational analysis was conducted fom e&the thirty-five intersections. The City’'s
policy is to maintain a minimum level of servicedB) of “D” or better. Based on land
development forecasts, development volume scenaros prepared for each of the forecast
years. These volume scenarios included growthgional traffic volumes and traffic resulting
from local development. The future year projecdiane based on the availability, probability,
and location of vacant lands within the CentralfParban area as discussed in Chapter 3. If,
throughout the planning period, the average rattegélopment changes from that used in the
model, project timing will similarly change througither acceleration, or postponement of the
project. Throughout the duration of this TSP, ridite of land use development and mobility level
(LOS) should be continuously monitored with fordsamnd project timing adjusted as
appropriate.

7.2.2.1. Year 2010 Roadway Deficiencie®y 2010, it is projected that nine (9)
intersections will approach, or exceed, minimunfgranance standards during one or
both peak hours without any improvements. Thisaggnts 26% of the City’s key
intersections. Table 7.2 summarizes the resultiseobperational analysis for the Year
2010 scenario. The table lists each intersectitmmthe study area separately with the
corresponding mobility standard for A.M. and P.Mnditions.

Additionally, the fourth railroad crossing and irgection improvement for Twin Creeks
Crossing Drive will be needed to accommodate timticoed development of the Twin
Creeks TOD. Without this improvement, the recenfigraded intersections of Front St.
& Pine and Pine & Haskell will exceed acceptabiels of service. The following
identifies each of the ten intersections and a ig¢mescription of the improvements
needed to meet a minimum LOS “D™:

1. Scenic Avenue & Hwy. 99.Install a traffic signal when signal warrants are
met. The intersection is shown to exceed minimenfigpmance standards by
the year 2010 in the P.M. peak hour. Althoughlé¢vel of service will exceed
minimums, the criteria for preliminary signal wartawill not be met. Planning
and engineering should proceed in the short-terpréparation of construction.
The intersection should be monitored until suctettivat signal warrants are met.

2. 2V Street & East Pine Street. Install a new traffic signal. The intersection
is shown to exceed performance standards by the2@d® during the P.M. peak
hour. The existing signal at'SBtreet & East Pine Street is planned for removal
when the signal is constructed &t Qtreet & Pine Street. Preliminary signal
warrants are not met in the year 2010. The int¢iseshould be monitored and
signalized when signal warrants are met.

3. 6" Street & East Pine Street. Install a traffic signal. The intersection is
shown to exceed performance standards by the gd&r @uring the A.M. and
P.M. peak hours. Preliminary signal warrants atenmet in the year 2010. The
intersection should be monitored and signalizedrngignal warrants are met.
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Table 7.1. Year 2010 PM Peak Hour LOS, City of Cemal Point

Intersection Control LOS & VIC = Year 2010 AM.  Year 2010 P.M.
Type Standard Performance Performance
WEST SIDE
Beall & Freeman Stop/Unsignalizec  LOS D LOS C LOS C
Beall & Bursell Stop/Unsignalizec LOS D LOS B LOS C
Beall & Grant Stop/Unsignalizec  LOS D LOS B LOS B
Beall & Hanley Stop/Unsignalizec LOS D LOS B LOS B
Beall & Hwy. 99 Signalized V/C 0.90 V/C 0.85 V/C 0.90
Taylor & Grant (south) Stop/Unsignalizec LOS D LOS A LOS A
Taylor & Grant (north) Stop/Unsignalizec LOS D LOS A LOS A
Bursell & Hopkins Stop/Unsignalizec LOS D LOS B LOS C
Hwy. 99 & East Pine (Front Signalized LOS D LOS C LOS D
2" & East Pine Stop/Unsignalizec LOS D LOS C LOS F
3 & East Pine Signalized LOS D LOS A LOS B
4" & East Pine Signalized LOS D LOS A LOS B
6" & East Pine Stop/Unsignalizec LOS D LOS E LOS E
10" & East Pine Signalized LOS D LOS D LOS C
Grant & Scenic Stop/Unsignalizec LOS D LOS A LOS A
Scenic & Hwy. 99 Stop/Unsignalizec  V/C 0.90 VIC 0.27 V/C 0.93
Haskell & Taylor Stop/Unsignalizec LOS D LOS A LOS A
Haskell & West Pine Signalized LOS D LOS A LOS B
Freeman & Hopkins Stop/Unsignalizec  LOS D LOS B LOS C
Hazel & 39 & 2™ Stop/Unsignalizec  LOS D LOS C LOS B
Haskell & Beall Stop/Unsignalizec LOS D LOS C LOS D
EAST SIDE
Meadowbrook & East Pine = Stop/Unsignalizec LOS D LOS F/B restricted LOS F/B restricted
Beebe & Hamrick Stop/Unsignalizec LOS D LOS F/B (signal) LOS F/B (signal)
Peninger & East Pine Signalized LOS D LOS C LOS D
Hamrick & East Pine Signalized LOS D LOS C LOS D
Upton & Peninger Stop/Unsignalizec LOS D LOS B LOS B
I-5 NB & East Pine Signalized V/C 0.85 VIC 0.74 V/C 1.00
I-5 SB & East Pine Signalized V/C 0.85 V/C 0.76 VIC 0.77
Table Rock & East Pine Signalized LOS D LOS C LOS D
Wilson & Table Rock Stop/Unsignalizec LOS D LOS F LOS F
Vilas & Table Rock Signalized LOS D LOS C LOS D
New Haven & Hamrick Stop/Unsignalizec LOS D LOS E LOS F
Gebhard & Wilson Stop/Unsignalizec LOS D LOS B LOS B

4. Wilson Road & Table Rock Road.Install a signal or restrict movements to
right-in/right-out/left-out. The intersection ie@wn to exceed performance
standards by the year 2010 during the A.M. and pédk hour. Preliminary
signal warrants are not met at the intersectidhényear 2010. The intersecticn
should be monitored and signalized when signalamasrare met or restricted by
median control when the intersection begins to Bgpee excessive delays
and/or an increase in accidents as an unsignahtexdection.

5. New Haven Road & Hamrick Road. Install a signal or restrict with median
control. The intersection is shown to exceed parémce standards by the year
2010, but preliminary signal warrants are not methe year 2010. The
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intersection should be monitored and signalizedrngignal warrants are met or
restricted by median control when the intersecliegins to experience excessive
delays and/or an increase in accidents as an waiigd intersection.

6. Beebe Road & Hamrick Road.Install a new signal. The intersection is
shown to exceed performance standards under exigtizx 2006 conditions;
however, preliminary signal warrants are not metaurexisting conditions. The
intersection should be monitored and signalizedrwgignal warrants are met
when the intersection begins to experience excesk#lays and/or an increase in
accidents as an unsignalized intersection.

7. Meadowbrook Drive & East Pine Street. Restrict intersection movements
to right-in/right-out/left-in movements. The ingection is shown to exceed
performance standards when the development tootit $Hamrick Business
Park) is developed. Seventy-five (75) percenheftlamrick Road Business
Park project is estimated to be developed by tlae 810, with the remaining
twenty-five (25) percent being developed by therg&20. Median control
prohibiting northbound and southbound left-turn ements will mitigate the
intersection through the year 2030.

8. Peninger Road & East Pine StreetRemove signal and restrict intersection
movements to right-in/right-out through median coht The proximity of this
intersection to the northbound I-5 off-ramp intetsmn will necessitate the need
to remove the signal and convert the intersectiaa right-in/right-out stop-
controlled intersection. The success of this improent is contingent on its
coordination with improvements to the connectiafyPeninger Road north and
south of East Pine Street as illustrated in Figute which will necessitate the
crossing of Bear Creek in two locations.

The proposed improvement will impact the use of thiersection for freight
purposes. The significance of this intersectiothenCity’s freight system
reinforces the simultaneous need to improve thensibns of Peninger as noted
above.

The design of this project needs to be closelydioated with development
plans for the Jackson County Fairgrounds (the “BExp®hroughout the
planning period the Expo will continue to be a #igant influence on the
transportation needs of the general area. Cuyreht County is preparing a
master plan for the development of the Expo. Timaster plan should address
transportation needs consistent with those sét forthis TSP.

9. I-5 Northbound Ramps & East Pine Streét. Initial improvements will add
capacity to the northbound off-ramp to accommodtaehigh right-turn volume
demand forecast by the year 2010. Additional c&panprovements are needed
to accommodate local development traffic.

¥ Improvements to the I-5 Interchange are informmti@nly and intended to acknowledge that capacity
issues are expected in the future and that a thgbranalysis of the interchange needs to be prefmred
ODOT. Improvements to the I-5 Interchange arerésponsibility of ODOT.
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7.2.2.2

This improvement is listed in the RVMPO Freight@tuwas a priority freight
system improvement.

10. Twin Creeks Crossing Drive & Hwy. 99.Construct the three-way
signalized intersection at Hwy. 99 and the easextgnsion of Twin Creeks
Crossing Drive. The extension of Twin Creeks Grag®rive will also require
installation of a railroad crossing.

Year 2020 Roadway Deficiencie®y 2020 it is projected that sixteen (16)

intersections will exceed performance standardsmgumne or both peak hours without
any improvements. This represents 46% of the €kgy intersections. The results of
the operational analysis for the Year 2020 sceraagcsummarized in Table 7.3. The
table lists each intersection within the study axg@arately, with the corresponding
mobility standard for A.M. and P.M. conditions. Tiolowing identifies each of the

sixteen
minimu

intersections and a general descriptidgheofmprovements needed to meet a
m LOS “D™:

1. Table Rock Road & Vilas Road.Widen to increase capacity. The
intersection is shown to exceed performance stasdar the year 2020. Adding
an eastbound lane to allow a dual eastbound lefttwvement and shared
through-right turn movement mitigates the interiggcin the year 2020.
Additional widening is required to mitigate for theure year 2030 conditions.

2. East Pine Street, Table Rock Road to I-5An additional westbound
through lane will eventually be required based amjgeted traffic volumes.

3. Gebhard Road Extension. By Year 2020, it is forecast that Gebhard Road
will be extended to intersect with E. Pine Strggiraximately 700 feet west of
Hamrick Road. In addition to the extension of GaldhRoad, its intersection
with East Pine Street would need to be signalized.

4. Beall Lane & Hwy. 99. Add protected-permissive phasing to the eastbound
and westbound left turn movements. The interseéichown to exceed
performance standards by the year 2020. Changipptected-permissive
phasing mitigates the intersection through futweary?030 conditions during

both A.M. and P.M. peak hours.

5. Hwy. 99 & Pine Street. Widen Pine StreetThe intersection exceeds
performance standards by the year 2020. Possilgloivements at that time
include striping the eastbound movements to inchrdexclusive left turn and
two through lanes with a shared right-turn, as waeladding protected-
permissive phasing to the eastbound and westbadiatlitn movement.

6. Hamrick Road & East Pine Street & Table Rock Road/Bddle Road.
Major capacity improvements are necessary for thrgsesections to
accommodate heavy left-turn volume demand and atldéat due to
developments along East Pine Street that will uistieg and proposed cross-
streets versus direct access to East Pine Street.
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Table 7.2. Year 2020 PM Peak Hour LOS, City of Cemal Point

Intersection

Beall & Freeman
Beall & Bursell

Beall & Grant

Beall & Hanley

Beall & Hwy. 99
Taylor & Grant (south)
Taylor & Grant (north)
Bursell & Hopkins

Hwy. 99 & East Pine
(Front)

2" & East Pine

3 & East Pine

4" & East Pine

6" & East Pine

10" & East Pine
Grant & Scenic
Scenic & Hwy. 99
Haskell & Taylor
Haskell & West Pine
Freeman & Hopkins
Hazel & 3% & 2"
Haskell & Beall

Meadowbrook & East
Pine

Beebe & Hamrick
Peninger & East Pine
Hamrick & East Pine
Upton & Peninger

I-5 NB & East Pine

I-5 SB & East Pine
Table Rock & East Pine
Wilson & Table Rock
Vilas & Table Rock
New Haven & Hamrick
Gebhard & Wilson

Gebhard Rd. & E. Pine
St.

Control
Type

Stop/Unsignalized
Stop/Unsignalized
Stop/Unsignalized
Stop/Unsignalized
Signalized
Stop/Unsignalized
Stop/Unsignalized
Stop/Unsignalized
Signalized

Stop/Unsignalized
Signalized
Signalized

Stop/Unsignalized
Signalized

Stop/Unsignalized

Stop/Unsignalized

Stop/Unsignalized
Signalized

Stop/Unsignalized

Stop/Unsignalized

Stop/Unsignalized

Stop/Unsignalized

Stop/Unsignalized
Signalized
Signalized

Stop/Unsignalized
Signalized
Signalized
Signalized

Stop/Unsignalized
Signalized

Stop/Unsignalized

Stop/Unsignalized
Signalized

LOS & V/IC
Standard

WEST SIDE
LOS D
LOS D
LOS D
LOS D

V/C 0.90
LOS D
LOS D
LOS D
LOS D

LOS D
LOS D
LOS D
LOS D
LOS D
LOS D
V/C 0.90
LOS D
LOS D
LOS D
LOS D
LOS D
EAST SIDE
LOS D

LOS D
LOS D
LOS D
LOS D
V/C 0.85
V/C 0.85
LOS D
LOS D
LOS D
LOS D
LOS D
LOS D

Year 2020 A.M.

Performance

LOS B
LOS B
LOS B
LOS B
V/C 0.98
LOS A
LOS A
LOS B
LOS

LOS F/B (signal)
LOS B/D (unsignaled;

LOS B

LOS F/B (signal)

LOS D
LOS A
VIC 0.27
LOS A
LOS A
LOS B
LOS B
LOS C

LOS F/B restricted

LOS F/B (signal)
LOS (unsignaled)

LOS C
LOS B
VIC 0.72
V/C 0.79
LOS C
LOS F
LOS C
LOS F
LOS B
LOS B

Year 2020 P.M.
Performance

LOS C
LOSC
LOS B
LOSC
V/C 0.90
LOS A
LOS A
LOSC
LOS

LOS F/B (signal)
LOS B/F (unsignaled)

LOS A

LOS F/B (signal)

LOSD
LOS A
VIC 0.99
LOS A
LOS B
LOS C
LOS B
LOS D

LOS F/B restricted

LOS F/B (signal)
LOS (unsignaled)

LOS F
LOS B
V/C 1.23
V/C 0.99
LOS E
LOS F
LOS F
LOS F
LOS B
LOS F

7.2.2.3 Year 2030 Roadway Deficiencie®y 2030, it is projected that nineteen (19)
intersections will exceed performance standardmgume or both peak hours without
any improvements. This represents 54% of the Cayisting key intersections. The
results of the operational analysis for the Ye&@®8cenario are summarized in Table
7.4. The table lists each intersection withinghely area separately with the
corresponding mobility standard and type of contstéd.
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The following identifies each of the nineteen istmtions and a general description of
the improvements needed to meet a minimum LOS “D”:

Table 7.3. Year 2030 PM Peak Hour LOS, City of Cemal Point

Intersection

Beall & Freeman
Beall & Bursell

Beall & Grant

Beall & Hanley

Beall & Hwy. 99
Taylor & Grant (south)
Taylor & Grant (north)
Bursell & Hopkins

Hwy. 99 & East Pine
(Front)

2"’ & East Pine

39 & East Pine

4" & East Pine

6" & East Pine

10" & East Pine
Grant & Scenic
Scenic & Hwy. 99
Haskell & Taylor
Haskell & West Pine
Freeman & Hopkins
Hazel & 3% & 2™
Haskell & Beall

Meadowbrook & East
Pine

Beebe & Hamrick
Peninger & East Pine
Hamrick & East Pine
Upton & Peninger

I-5 NB & East Pine

I-5 SB & East Pine
Table Rock & East Pine
Wilson & Table Rock
Vilas & Table Rock
New Haven & Hamrick
Gebhard & Wilson

Gebhard Rd. & E. Pine
St.

Control
Type

Stop/Unsignalized
Stop/Unsignalized
Stop/Unsignalized
Stop/Unsignalized
Signalized
Stop/Unsignalized
Stop/Unsignalized
Stop/Unsignalized
Signalized

Stop/Unsignalized
Signalized
Signalized

Stop/Unsignalized
Signalized

Stop/Unsignalized

Stop/Unsignalized

Stop/Unsignalized
Signalized

Stop/Unsignalized

Stop/Unsignalized

Stop/Unsignalized

Stop/Unsignalized

Stop/Unsignalized
Signalized
Signalized

Stop/Unsignalized
Signalized
Signalized
Signalized

Stop/Unsignalized
Signalized

Stop/Unsignalized

Stop/Unsignalized
Signalized

LOS & V/IC
Standard

WEST SIDE
LOS D
LOS D
LOS D
LOS D

V/C 0.90
LOS D
LOS D
LOS D
LOS D

LOS D
LOS D
LOS D
LOS D
LOS D
LOS D
V/C 0.90
LOS D
LOS D
LOS D
LOS D
LOS D
EAST SIDE
LOS D

LOS D
LOS D
LOS D
LOS D
V/C 0.85
VIC 0.85
LOS D
LOS D
LOS D
LOS D
LOS D
LOS D

Year 2030 A.M. Year 2030 P.M.
Performance Performance
LOS C LOS C
LOS B LOS C
LOS B LOS B
LOS B LOS D
VIC 1.01 VIC 0.92
LOS A LOS B
LOS A LOS B
LOS B LOS C
LOS LOS

LOS F/B (signal)
LOS B/E (unsignaled

LOS F/C (signal)
LOS B/F (unsignaled)

LOS B LOS B
LOS F/B (signal) LOS F/B (signal)
LOS D LOS E
LOS A LOS A
V/C 0.31 V/C 1.82
LOS A LOS A
LOS B LOS B
LOS B LOS D
LOS B LOS B
LOS C LOS D

LOS F/B restricted LOS F/B restricted

LOS F/B (signal)
LOS (unsignaled)

LOS F/C (signal)
LOS (unsignaled)

LOS C LOS F
LOS B LOS C
V/C 0.93 V/C 1.45
V/C 0.88 VIC 1.26
LOS C LOS F
LOS F LOS F
LOS D LOS F
LOS F LOS F
LOS B LOS B
LOS C LOS F
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1. 10" Street & Pine Street & Freeman. Signal timing improvements. The
intersection is shown to exceed performance stalsdar the year 2030 during
the P.M. peak hour, but can be mitigated with diginang.

2. New Signal on East Pine StreetA new north-south public street is
proposed between the existing Peninger Road anditlaRoad. The new
roadway will extend from Beebe Road to a new eastwtreet south of East
Pine Street. The new east-west street will all@eniRger Road traffic to use the
new signalized intersection at East Pine Streehev east-west street is also
proposed north of East Pine Street to accommodsttectto and from the
Fairgrounds site once the Peninger Road and EastRieet signal is removed.
The new public streets will relieve traffic demamtEast Pine Street to facilitate
the regional function of this roadway while acconaaiting local access.

3. |I-5 & East Pine Street Interchangé®. Currently, there are no planned or
programmed improvements scheduled or approvedxniBB. There is a need
for detailed analysis of the interchange to engaeprojects will meet long-
term needs. Initial improvements will add capatityhe northbound off-ramp
to accommodate the right-turn volume demand. Aaluiit capacity
improvements are needed to accommodate addeddeealopment traffic.

7.3. Recommended Street System Improvements

Based on the above, a listing of recommended gtregcts has been prepared and presented in
Table 7.5. Projects are presented by short-te@®3:2012), medium (2013-20), and long-term
(2021-2030) implementation. It is important toettat the recommendations in this table are
based on the most recent growth forecasts. Thimighe planning period 2008-2030, the City
needs to continuously monitor its needs and makestents to this TSP as justified, both on a
need basis and a financial basis. Circumstandéshainge and so will street improvement
needs.

It is also important to understand that some ofifted projects are dependent on other projects
to either precede them or to be developed condilyreli developed alone, they will not resolve
any traffic capacity issue and most likely wouldjeyate existing levels of service. An example
of such a project would be removing the signaBeaatinger Road and East Pine Street. Without
new bridge crossings of Bear Creek and the exterddiblamrick Road and Beebe Road an
unacceptable level of service would immediatelyuncc

Tables 7.6 and 7.7 list Jackson County and ODOJept®within the City’s urban area that have
been identified as necessary to support the Citgissportation objectives. These listed projects,
although a part of this TSP, are not included ia@ér 12 Transportation System Financing
Program, as a financial responsibility of the Citlt.is expected that as the County and state
update their transportation plans that the projkstisd in Tables 7.6 and 7.7 will be included in
those plan updates.

2 bid.
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Table 7.4 Transportation Projects, 2008-2030

2 ®
(=] = ) %] Q g E
g oo |8 le|=2 |9 |>|5|E |5 S |o |
g Sl1g|5|2(5/8(5|18 (2|8 |8[6IE|S 8|2
. s 2|8 (8|0 |c|s |8 |5 |x 00985
3 > |@|e |[F L || |9 ]|a|c|§]|O|O|E|=
= o L o) 2 |a [}
Ref. g F |5 o
No. Project Location - Project Description
Install traffic signal for
New Haven Rd. & pedestrian crossing when
201 | Hamrick Rd. p warranted by traffic S I . v o | e .
intersection volumes and/or pedestrian
activity.
New signalized intersection]
Hwy. 99 & Twin at Hwy. 99 & Twin Creeks
202 | Creeks Drive RR- | major | Dr. and new railroad N . N[N . ¢ .
Xing/Intersection crossing at Twin Creeks
Dr.
. Landscape medians
Hwy. 99, Project '
A . crosswalks, off-street
203 CN:ginlﬂ,nTrafflc minor pathways, bike lanes, stregt VN ¢
9 lighting, & control fencing.
- Widen to three lanes with
204 S. Haskell St.; Pine uu curb, gutter, bike lanes & | = . . N .
St. to Ash St. b
sidewalks.
205 | & Freeman Rd. minor | P g . J .
Intersection westbound left turn
movements.
Pedestrian crossings, on-
Hwy. 99, Project street parking, streetscape
206 | No. 2, Traffic p improvements, & traffic . |- N[N * .
Calming calming in vicinity of the
Rogue Creamery.
10th St., Hazel St. tg Widen to add turn lane with
207 Lathrop uu bike lanes & sidewalks. Vi M ¢
Oak St.: Second - ’
208 | Third & First St.: Improve alleys and parking v N
. facility
Manzanita-Laurel
. Widen to collector
209 Ezett)oeﬁ:r.r-\rifke gréar uu | standards with sidewalks & = | = | = J \ o | e
' ' bike lanes.
. Restrict intersection
210 | E PineSt & minor | movement to right-in, . . V[N o | .
Meadowbrook Dr. . .
right-out, left-in.
Beebe Rd. & L
211 | Hamrick Rd. p Agget;:,fifé% ?:Irgonsaglirior - |- . \ o | .
intersection P 9
212 H\(/)vy‘.‘r%, Project p Cupp Street Gateway. . |- N A ‘. .
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2 ®
(=] = [8) %] Q 8 E
2 s1eI212|818(5|z18|8|2[51(218 |88
O 2123|2218 ]|2|€|8|F|5]9|5 |z |2 |28
2 s (2|3 |2|2 2|8 |&|z|x|=2]|2|3 |88 |8
2 > |0 |o |F | |[<|© 2 | |8 |© |0 |E |=
= o w O |2 |2 Q
Ref. g F |5 o
No. Project Location - Project Description
Table Rock Rd. &
213 | South Hamrick Rd. Add Traffic Signal . A ¢ e | e
Intersection
Scenic Av.: Mary's ) .
214 | Way to Scenic uu \S/}/cljcéwaﬁ(;anes, bike lanes,| |, |, | V o | e
Middle School. '
. Pedestrian crossings,
215 | HWy. 99, Project p streetscape improvements| = | = | = N ‘. .
No. 3 - .
& traffic calming.
Widen west and south
approaches to add a second
eastbound left turn lane and
second receiving lane.
= e st & B el
216 | Hamrick Rd. minor Igtp d a sinal . . | o | e
Intersection eft turns and a single
through-shared-right turn.
Restripe southbound
approach to include a left
turn, through, and exclusive
right turn lanes.
Traffic calming, remove
. 4th St. signal, add new
217 | B-Pine St-&2nd St) - ¢ signals at 2nd and 6th St.,| = | = | = V[N v * .
& 6th St. & 3rd St. :
remove 3rd. St. signal and
install median control.
. Widen west approach to
21g | E-Pine St &Table | i, | 244 second eastbound left| - . | oo |
Rock Rd.
turn lane.
Widen to increase capacity,
Table Rock Rd. &
219 | Vilas Rd. major | 2dd eastbound lane & . . Vo oo
: shared through-right turn
Intersection
movement
Realign, widen to 3 lanes,
Gebhard Rd.: UGB bike lanes, sidewalks, . . .
220 to Beebe Rd. uu urban upgrade (collector v v M ¢
standards).
Realign & upgrade signals
221 mgéggti%n‘gea” Ln. major | & railroad crossing, urban | = | = | = . J Nlo oo o]
upgrade.
3rd St.: E. Pine St. tq Add bike lanes and
222 Hazel St. uu sidewalks : : ’ v v ¢
Hazel St.: Third to Pave and improve, adding| _ | _ | ,
223 10th St. P sidewalks. v v M
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g 3 =
(o)) = &) %2} Q © £
g oo Bl 2|8 |E|>|6|% |5 21812 | =
8 2l (F(2|5|8|5|18|3|5|8]0|E |5 |2
= c|2ls|s|2lglg|8lzlx|=]|8/3|E |8 |8
S > | & ~ | W u‘j 8. S g @) 8 s
Ref. E‘ F |5 O
No. Project Location Project Description
Scenic Av.: Tenth Widen 3 lanes, bike lanes,
224 | St. to Scenic Middle | uu sidewalks (collector | o
School standards).
. Widen to provide bike
225 | Hwy. 99: Phase 3 pb lanes & sidewalks. v ¢ ¢
E. Pine St.; -5 to . Add right turn lane with
226 Penninger Rd. minor | sidewalks. v ¢ ¢
. Widen 3 lanes (continuous,
W. Pine St.; Hanley )
227 | R to Haskell St uu | tumn lane), bike lanes, v o | o
sidewalks, urban upgrade.
Misc. enhancements such
. ) as bulb-outs, cross-walks,
228 Eéan:'ir;]e Street traffic major | signals, etc. that improve . |- . NN A *
9 the pedestrian environment
along Pine Street.
. . Add bike lanes &
229 2nd St.; E. Pine St. pb sidewalks, redesignate as . . N .
to Hazel St.
one-way southbound.
Hwy. 99 & Scenic .
230 A\\;\.Iylntersection major | Install a traffic signal when = v M EEEEK
signal warrants are met
. . Widen 3 lanes, bike lanes,
231 | Seenic Av: Hwy. 991 | Sidewalks. Box culvert .. | Nlo| oo .
to Grant Rd. .
developer driven
. Widen 3 lanes, bike lanes,
232 | Taylor Rd.: Grant uu | sidewalks, urban upgrade. . |- J V o | e .
Rd. to Silver Creek :
Culvert crossings (2)
E. Pine St.: Widen for decel/accel
233 | Hamrick Rd. to Bear| pb | lanes, add bike lanes and . |- \ N EEREK
Creek Bridge sidewalks.
E-W Hamrick Rd. Extend Hamrick Rd.
: westerly to intersect with
234 | extension (south of nc : . . . N *
E. Pine St Penninger Rd. (collector
’ ' standards).
Freeman Rd.: .
235 | Hopkins Rd.to Beall| b Rebuild to collector . \ ¢
standards
Ln.
E. Pine St.: Bear Widen for turn lanes, bike
236 | Creek Bridge to pb lanes, add sidewalks. And . . . N L A
Peninger Rd. third lane
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g 3 =
(o)) = &) %2} Q © £
o 8 le | |9 | S |E |= S |o
5 Slclz|2|5|8(5|B|s|8|B8[c|8| |8t
O = > g % B o c | S |- |D al3 s |5 |E
= s |2 |5 |8 (212 (g |8 |a|x|< R ls |e |6
S >L‘DmI—LL<U<j s|g|g|o|o|E |
5 a o2 |2 8
Ref. £ b
No. Project Location Project Description
. Widen 3 lanes (continuous,
237 gzefom:g Eﬁ]s gik uu turn lane), bike lanes, | . Nlo| oo
' P ' sidewalks, urban upgrade.
. . Widen to add continuous
238 tloowaigi SEt. Pine St uu turn lane, bike lanes & L R .
' sidewalks.
. . Realign, widen to 3 lanes,
239 Grant Rd.: Scenic uu bike lanes, sidewalks, LR v ¢ | .
Av. to Taylor Rd.
urban upgrade.
Extend Penninger Rd. from
- E. Pine St. south across
240 Penlng_er Rd. nc Bear Creek to Hamrick Rd{ = . . N ¢ | 6| e
Extension, South h
& construct new bridge
across Bear Creek
Widen to 3 lanes, bike
3rd St.: Hazel St. to . lanes, sidewalks, urban
241 : minor O N[N .
Scenic Ave. upgrade (collector
standards).
Realign, widen to 3 lanes,
Grant Rd.: Taylor bike lanes, sidewalks, I
242 Rd. to Beall Ln. uu urban upgrade (collector v v M ¢
standards).
Bursell Rd.: Beall Urban upgrade; 2 lanes, I
243 Ln. to Hopkins Rd. uu bike lanes, sidewalks. v v M
244 Upton Rd., Scenic u Widen to rural 2 lanes with| | _ | | ol e
Av. Raymond St. bike lanes, sidewalks.
Extend Penninger Rd. from
E. Pine St. north across
Bear Creek to Beebe Rd.&
remove signal at Penninge
. . /Pine St. and construct
245 | Peninger Rd. Project nc bridge across Bear Creek. N ¢ | 6|
Also, extend Peninger Rd.
south across Bear Creek tg
intersect with S. Hamrick
Rd.
Freeman Rd. &
246 | Hopkins Rd. s Install new signal. . \ M EEREK
Intersection
3rd St.; E. Pine St. tq Construct sidewalks, repai
241 Ash St. P curb & gutter. v ¢
248 Maple St.; Hwy. 99 Construct sidewalks, repai . N R
to 10th St. P curb & gutter.
4th St.; Ash St. to Construct sidewalks, repai .
249 Cedar St. P curb & gutter. v ¢
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2 : e
(=) = o 12} L g £
L v o [8 |= |2 |9 |E S |E | = > |9o |5 |._
§ clelz|2|5|8|s|B|2|2|8[c|E|S |22
: |88 8|2 |8 |58 |8 |5 |x Q|3 |83 1|8
2 >|a |3 |F|T|<|g|?|&8|s|g|O|o|E |2 |°
5 a w o |2 | 3
Ref. £ b
No. Project Location Project Description
250 Ash St.; Hwy. 99 to Construct sidewalks, repair . N .
Freeman Rd. P curb & gutter.
251 Oak St.; Hwy. 99 to Construct sidewalks, repair . N .
Freeman Rd. p curb & gutter.
259 Rachel Dr.; Saxbury Construct sidewalks, repair . N .
Dr. to W. Pine St. p curb & gutter.
253 | Saxbury Dr.; Brad Construct sidewalks, repai . N .
Wy. To Rachel Dr. p curb & gutter.
254 Brad Wy.; Taylor Construct sidewalks, repai . N .
Rd. to Saxbury Dr. p curb & gutter.
Widen E. Pine St. to add
. . third westbound through
255 'IIE'aEIZ]eI‘?c?ék ESdto major | lane from east side of Tablg = | = | = V| o | e
' Rock Rd. to I-5 SB off-
ramp.
LEGEND:

uu = urban upgrade

ru = rural upgrade

s = signalization

p = pedestrian

b = bicycle

pb = pedestrian/bicycle

minor = minor capacity improvement
major = major capacity improvement
nc = new construction
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Table 7.5. Jackson County/City of Central Point Tansportation Projects, 2008-

2030
> o)
o Eo] =
()} o © %2} Q E £
£ slelE 5218 |Elz|s|B |2l |28 |2 s
(] E>‘”C-9’882‘5|—30%(—5“—c
. s |2 |3 (8|22 |& |5 |x EEEERERE
2 S|@a|B|F|C|<|e |9 8|S |5 |0 |0 |E o
e o w HIERE g |=
Ref. £ = ©
No. Project Location Project Description
Widen to add continuous
802 t%)ealglr}?r};gwgagg uu turn lane with bike lanes . . ¢ 0
' and sidewalks.
Table Rock Rd., Widen to add continuous
812 | Bear Creek to uu turn lane with bike lanes & = . . . ¢ | ¢ ¢
Biddle Rd. sidewalks.
Widen to five lanes with
sidewalks and bike lanes.
Table Rock Rd. & . Install a signal when
813 Wilson Rd. MINOT | \varranted or restrict MU I
movements to right-in,
right-out, left-in.
E. Pine St., Table .
816 | Rock Rd. to ps gﬂixgss’lanes& . ¢ | .
Hamrick Rd. '
Hanley Rd.: W. Widen 3 lanes, bike lanes, | |
823 Pine to Beall Ln. uu sidewalks. v v MU ¢
Table 7.6. City of Central Point Transportation Projects, 2008-2030
= n | o <
> G o |2 S |E |9 S |o
[0] O .= | = = P = .
S cl2|8|2|5|8|6|8|8|8|8||E |2 |8 |2
590 Si2|lelg|o|8|5|c|S |2 (2|a|3 8| |5
ES S| |BlF|C|<|8|? 8|5 |5|0|o|E|2]|°
Ref. o w o E 8
No. Project Location Project Description
916 I-5 & E. Pine St., maior Extend and channelize . . . .
SB Off-Ramp ! southbound off ramp
I-5 Central Point Interchange
917 | Interchange (Exit major 1ange . . . *
33) reconfiguration.
018 I-5 & E. Pine St. major Northl:_)oqnd&eastbound .
NB capacity improvements.
LEGEND:

uu = urban upgrade
ru = rural upgrade
s = signalization

p = pedestrian

b = bicycle

pb = pedestrian/bicycle
minor = minor capacity improvement
major = major capacity improvement
nc = new construction
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7.4. Street System Goals, Objectives and Policies

GOAL 7.1: PROVIDE A COMPREHENSIVE STREET SYSTEM THA T SERVES
THE PRESENT AND FUTURE MOBILITY AND TRAVEL NEEDS OF
THE CENTRAL POINT URBAN AREA, INCLUDING PROVISIONS FOR
BICYCLE AND PEDESTRIAN FACILITIES **

Policy 7.1.1. The City shall fulfill its systewde travel capacity needs through the
use of multiple travel modes within the public tggbf-way.

Policy 7.1.2. The City’s street system shalltamna network of arterial and collector
streets and highways that link the central coreaaaad major industry
with regional and statewide highways.

Policy 7.1.3. The City shall prepare, adopt, andintain street design standards
consistent with the policies of this TSP.

Policy 7.1.4. The City shall prepare, adopt, andintain standards that promote
connectivity of the street system consistent \wghRunctional
Classification Map.

Policy 7.1.5. The City shall actively pursue stonction of I-5 interchange
improvements at Pine Street.

Policy 7.1.6. The City shall prepare, adopt, andintain design standards for its
streets to safely accommodate pedestrian, bicyalenaotor vehicle
travel as has been accomplished in the TOD District

Policy 7.1.7. The City Standards and Detailslishe the basis for all street design
within the Central Point urban area.

Policy 7.1.8.  Wherever possible the City shadbrporate safely designed, aesthetic
features into the streetscape of its public rigbtsvay. These features
may include: street trees, shrubs, and grassesitjig strips and raised
medians; meandering sidewalks on arterial streats], in some
instances, street furniture, planters, special figh, public art, or non-
standard paving materials.

Policy 7.1.9. When existing streets are widemragtconstructed they shall be
designed to the adopted street design standardféoappropriate street
classification where practical. Adjustments to tlesign standards may
be necessary to avoid existing topographical caists, historic
properties, schools, cemeteries, problems withtraffway acquisition,
existing on-street parking and significant cultufe&tures. The design
of the street shall be sensitive to the livabitifithe surrounding
neighborhood.

Policy 7.1.10. The City shall work with federsthte and local government agencies to

2L OAR 660-012-0020(2)(b)
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Policy 7.1.11.

Policy 7.1.12.

Policy 7.1.13.

Policy 7.1.14.

Policy 7.1.15.

Policy 7.1.16.

promote traffic safety education and awareness hasiging the
responsibilities and courtesies required of drivengclists, and
pedestrians.

The City shall place a highergpity on funding and constructing street
projects that address identified vehicular, bicy@ad pedestrian safety
problems than those projects that solely resporalitomotive capacity
deficiencies in the street system. Exceptionsheree capacity
improvements that are designed to also resolveifiEh safety
problems.

The City shall select street inyanment projects from those listed in the
Central Point Transportation System Plan when mgkignificant
increases in system capacity or bringing arteriatollector streets up
to urban standards. The selection of improvemasjepts should be
prioritized based on consideration of improvemeatsafety, relief of
existing congestion, response to near-term groggthtem-wide benefits,
geographic equity, and availability of funding.

To maximize the longevity ot#pital investments, the City shall design
street improvement projects to meet existing trdeehand and,
whenever possible to accommodate anticipated tdenland for the
next 20 years for that facility.

The City shall involve represéints of affected neighborhood
associations, citizens, developers, surveyors nemging and planning
professionals in an advisory role in the desigstoéet improvement
projects.

The City shall require Traffic lagh Analyses as part of land use
development proposals to assess the impact thavelapment will have
on the existing and planned transportation systadhta identify
reasonable on-site and off-site improvements nacg$s mitigate
impacts.

The City may require new develapinto pay charges towards the
mitigation of system-wide transportation impactsated by new growth
in the community through established Street SyBtevelopment
Charges (SDCs) and any other street fees that stebkshed by the
City.
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Chapter 8 - Bicycle & Pedestrian System

8.1. Introduction

The provision and adequacy of facilities and proggahat support and promote the needs of
bicyclists and pedestrians is an important trartggion strategy in promoting alternatives to the
automobile. The goal of this chapter is to prowgd@ance in developing transportation
alternatives through the design and implementatfancomprehensive, convenient, accessible
and safe system of bike and pedestrian ways thoaidhe City. It is the City’s goal to
continually seek improvements to the bicycle andiegérian system that will encourage the
increased use of the bicycle and pedestrian sylstejourney-to-work trips as well as the non-
work/recreational trip. Increases in bicycle gedestrian use will reduce the City’s reliance on
automobile use through reductions in vehicular snitaveled and parking demand.

8.2. Bicycle System Hierarchy

There are two basic uses for bicycles: as a mefainansportation, and for recreational purposes.
The focus of this TSP is on the use of bicyclea agans of transportation, with the recreational
use of bicycles a secondary consideration. hesQity’s position that a well planned and
maintained bicycle transportation system will adéi@ctively serve the needs of the recreational
bicyclist.

As a means of transportation, the bicyclist retiesa network that links local neighborhood use

of the bicycle with intra-city and inter-city usel order to meet this objective an effective
bicycle system will offer connectivity from neighthmods to schools, recreation and employment
centers, commercial districts, transit centergjtutgns and recreational destinations. The most
common means of accomplishing this objective isugh the provision of dedicated bikeways

on arterial and collector streets. Because ofrtféic volumes and speeds on arterial and
collector streets, it is prudent to set aside trkarees dedicated to the use of bicyclists.
Additionally, by their very nature, arterial andleotor streets offer connectivity between intra-
city and inter-city activity centers.

In recognition of this means of improving the cocthaty and safety of the bicycle system, the
Regional Transportation Plan (RTP) has establigisesl performance measure (Measure 3) the
provision of bicycle facilities on all collector drarterial streets with targeted percentages.
Measure 3 is presented in Table 8.1.

Table 8.1. Regional Transportation Plan Bicycle Stem Performance Measures

Benchmark Benchmark Benchmark Benchmark

Measure 3 How Measured 2000 2005 2010 2015 2020
Determined through

Measure 3: GIS Mapping.

Collectors  Current estimates are

& arterials  that 21% of collectors 21% 28% 37% 48% 60%

wi/bicycle and arterials have

facilities provisions for
bicyclists.
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8.3. The Bicycle System

As discussed in Chapter 4 approximately 17% ofditgs current arterial and collector street
systems contain bike lanes. As illustrated in FagI1City of Central Point Bicycle Plarit is

the objective of the City to provide bicycle laradsng all arterial and collector streets, linking
the City’s major activity centers such as schash®pping centers, community parks, etc. Over
the course of the next twenty years, it is the '€igyal to increase the presence of bicycle lanes
on arterial and collector streets by 40%. TakkeBesents the City’s benchmarks to the year
2030.

Table 8.2. City of Central Point Bicycle System Réormance Measures

Measure 8.1 How Measured 2008 2010 2015 2020 2025 2030
Collectors & Determined through Street Inventory and

arterials Geographic Information System (GIS). . & 5 . & &
wi/bicycle Current estimates are that 16% of collector S | k) | S0 | G | SO | o
facilities and arterials have provisions for bicyclists.

8.4. In-fill Project Priorities & Implementation / Improvement Strategies

The City’s current street standards for arteria aollectors include provisions for bike lanes.
Since 2000 all new arterial and collector streetgelbeen required to include bike lanes as a
standard provision. However, on the City’'s oldeerial and collector streets, there are gaps
where bike lanes do not currently exist. Over tiihis expected that these street sections will be
modernized to include bike lanes. Short-term amderm strategies for closing these gaps are
presented in Table 8.3. The short-term stratdg@ss on creating critical linkages for
developing a more integrated bicycle facilitiestegs using arterial and collector streets. The
long-term strategies are primarily focused on ptimg safe and efficient linkages to the City’s
major activity centers.

Table 8.3. Bicycle Facilities In-fill Strategies

Short-Term Description Objectives of the Strategy

Strategy

Fill in Gaps Improve/construct facilities e«  Increase percentage of bicycle facilities on aateri
linking existing and planned and collector streets
bikeways (filling in “missing «  Improve connections to employment centers,
links”) commercial districts, transit centers, institutions

and recreational destinations when possible
* Increase percentage of daily trips made via bicycle

Long-Term Description Objectives of the Strategy

Strategy

Focus on Provide bikeways to/from all «  Primarily improve connections to schools

Schools public schools where none «  Secondarily improve connections to employmer t
exist (emphasis on arterials and commercial districts, transit, institutions anc
and collectors) recreation

« Encourage and facilitate safe and convenient
bicycle transportation for younger riders

* Increase percentage of daily trips made via bicycle

e Secondarily increase percentage of bicycle
facilities on arterial and collector streets

Focus on Parks Provide bikeways to/from Primarily improve connections to employment a1d

and other commercial and commercial districts, transit, institutions, and
Activity Centers neighborhood recreation
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employment centers ai * Increase percentage of daily trips made via bic
parks where none exi * Increase prcentage of bicycle facilities on arter
(emphasis on arterials a and collector streets
collectors) «  Encourage and facilitate safe and conver
bicycle

Connect to Provide bikeways to/fror »  Primarilyimprove connections to trar

Transit Routes  major transit stops whe e Secondarily improve connections to employrr
none exist (emphasis « and commercial districts, institutions a
arterials and collector recreation

* Increase percentage of daily trips made via bic
and transit

* Encourage and facilitate safe and conver
bicycle transportation

As described in Table 8.&he shor-term strategy for developing an effective bicy@eility
system will focus on filling in existing gaps iretlsystem. While this approach will eventu:
help to meet bicyclistgieeds for a comprehensibicycle system, there is also a nee
prioritize critical projects. Table 8.4 providepuoritized shoi-term (5 to 10 years) list of tho
projects that are essential for needed connectwitybicycle safet

Table 8.4. Prioritized Bicycle Faciity Projects — Short-Term (5-10 years)

Priority Project

1 Front Street
2 East Pine Street
71N
A WU\
Z 1 \\ N\
L1z »
NI lo%l /
\/
BIKE LANE
ENDS
3 Taylor Road
4 Bursell Road
5 N. 39 Street

Comments

Front Street is the primary norfiouth route through Central Pg,
but it is very unlikely that bicycle facilities Wwibe develope along
Front Street due to a lack of right-efay and general drivews
conflicts. The Central Point Highway 99 Corridétlar® evaluated
bike lanes along Front Street and recommendechalige bike route
using the west side of the railroad rightvady (south bound) ar
Second Street (north bound). This alignmisrillustrated in Figurt
8.1.

East Pine Street is the primary eastst route through Central Poir
The designation dbicycle lanes on Pine Street would negati\
impact parking and access to local businesBegreserve th
character of the downtownhis suggested that E. Pine Stree!
designated a bicycle route through the downtowa.afeaffic speed
through the downtown should be reduced througficreflming, or-
street parking, and other site desigrategies that make this sect
of Pine Street compatible with bicycle usetider no circumstanc
should onstreet parking on Pine Street, within the downtole
removed to accommodate bicycle lanes.

Taylor Road provides access to Mae RicharddementarySchool,
Twin Creeks Development, andda important connection to tl
Jackson County Bicycle System along Grant Rd.

Bursell Road is an important norsieuth link in the Central Poil
System, providing connectivity tiveeen Beall Lane and Scer
Avenue via Hopkins/Freeman/10

N. 3° Street from Hazel Street to N."18treet provides a critic:

north-south connection and also an important link to ligxthter High
School and Scenic Middle School.

% Central Point Highway 99 Corridor PlPreferred Plan, OTAK, May 24, 2005
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6 S. 3% Street There is currently no connection from existing He&teeet bicycle
facilities to East Pine Street. Bicycle lanes niele improved along
South ¥ Street.

8.5. Bicycle Parking, Safety Programs, and Facilitfaintenance

While developing and implementing a bicycle fambtimprovement program is a priority,
consideration must also be given to bicycle amesiuch as parking and safety. Also, once
bicycle facilities are completed, there is a needhaintain them so that bicycling is both safe and
convenient.

8.5.1. Bicycle Parking: Currently, the City does not have standards foyddecparking.
The City needs to develop standards in its zonid@gance requiring bicycle parking,
along with other amenities to help meet bicycliskséds. Bicycle parking should include
short-term parking for customers or visitors arledaly parking for employees or
students. Safe, convenient and secure bicyclernggik particularly important if

bicycling is to become a viable mode of transpatat

Bicycle parking requirements can be specified enrttunicipal code as a percentage of
automobile parking, or building square footager $@me uses, relatively little bicycle
parking needs to be provided, but there are vemided uses for which no bicycle
parking can be justified. The code can also spéatfations which provide for safe,
convenient and secure bicycle parking. For exaniipie preferable for bicycle parking
to be located in high-visibility areas near highffic pedestrian entrances to buildings.

8.5.2. Bicycle Promotion & Safety Programs:The use of the media, bicycle
committees, and other methods are effective taolthe promotion of bicycling for
transportation purposes. Promotional campaigno#net strategies that encourage the
use of bicycling for transportation can have atpsimpact. Encouraging major
employers to provide amenities such as showerketecand related facilities that
encourage bicyclists to commute to work. Bicyelagability maps or bicycle system
maps can help cyclists choose the most appropoate and can also be used for
educational purposes. RVTD also provides a vaoétyjicycle safety and commuting
education programs of which the city can provig&sito and increase awareness.

Along with promoting bicycle riding, the City CeatPoint needs to promote safe
bicycle riding practices. Children should be taugftan early age basic bicycle riding
skills and safety. The Central Point Police Daparit is developing a Dare-like program
for 5" Grade students that will provide basic bicyclesaéducation and a free helmet as
well. A consistent problem faced by the policeatépent is that citations/warnings for
not wearing helmets have not proved to be effectivecreasing helmet use. Bicycle
safety programs may also be planned in conjunetitinsummer Parks and Recreation
programs.

Educating drivers to the rights of bicyclist isabs critical issue. Areas of particular
concern are those locations where bicycle lanesaaddicyclists enter traffic. This
situation exists throughout Central Point whereettimprovements have occurred and
short sections of bicycle lanes have been addedasfof critical concern are located on
East Pine Street near the I-5 Interchange andrih Btreet Intersection. In both cases,
once through these intersections bicyclists ehteflow of traffic without warning
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provided to drivers. Another area of concern eshifcycle lanes located on the I-5 / Pine
Street overpass. Drivers moving from Pine Stre&t the freeway entrance ramp may
not be aware of bicycle riders. Visible signagd atnipes would be an effective means
of educating the public on their obligation to shtre road with bicyclists.

8.5.3. Bicycle Facilities Maintenance:Once bicycle facilities are developed, they need
to be maintained on a regular basis in order toxenbroken glass, mud, vegetation, etc.
Because most of the bicycle system is located withé street system, routine
maintenance can be accomplished in conjunction eiglarly scheduled street
maintenance. The Oregon Bicycle and PedestrianifRtdudes the following bicycle
facility maintenance recommendations:

= Establish a seasonal sweeping schedule;

= Sweep walkways and bikeways whenever there is emadation of debris on
the facility;

* In curbed sections, sweepers should pick up detmispen shoulders, debris
can be swept onto gravel shoulders;

= Pave gravel driveway approaches to reduce looselgna paved roadway
shoulders; and

» Provide extra sweeping in the fall in areas wheesés or pine cones
accumulate in bike lanes.

8.6. The Pedestrian System

In 2008 approximately 30% of the City’s arteriablarollector street system contained sidewalks.
The Oregon TPR requires sidewalks along all calleahd arterial streets within a city’s urban
area. The City’s current standards for developraemtonsistent with the TPR, and also include
standards for sidewalks on all public streets. aAsdewalk performance measure (Measure 4)
the RTP sets benchmarks for the percentage ofadré®d collectors that contain sidewalks.
Table 8.5 describes the RTP performance objectoresidewalks.

Table 8.5. Regional Transportation Plan Pedestriasystem Performance Measures

Measure

Measure 4:
Collectors &
arterials
wi/sidewalks

How Measured 2000 2005 Benchmark Benchmark Benchmark
2010 2015 2020
Determined through GIS 47% 50% 56% 64% 75%

Mapping. Current
estimates are that 47% ¢
collectors and arterials
have sidewalks.
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In recognition of the RTP performance Measure 4 theCity has established its own
performance measure for the improvement of sidewakkon the arterial and collector street
system. Table 8.6 presents the City’'s benchmarkser the course of the next twenty years.

Table 8.6. City of Central Point Pedestrian Syster®Rerformance Measures

Measure How Measured 2008 2010 2015 2015 2020 2020
Determined through GIS Mapping.

Measure 8.2: .
.2 0
Collectors & arterials CUITent estimates are that 30% of 40 seoe 6006 64% 70% 75%
. collectors and arterials have
w/sidewalks )
sidewalks.

Within the TOD districts, the City has adopted &ddal standards addressing the design of
sidewalks within commercial areas, including praoris for landscaping, lighting, delineation,
and on-site connectivity between adjacent developsnel he purpose of these design standards
is, through both land use and urban design, toigeecan environment that encourages walking.

8.7. Priority of Pedestrian Improvements

The City’s most significant pedestrian challength&sin-filling of areas where sidewalks do not
exist, which is generally the older neighborhoodssystematic approach to filling gaps in the
sidewalk system and an annual allocation for caessitn is recommended. The primary
consideration in the in-fill of sidewalks is safgparticularly of school age children. Excluding
new development, which is required to construatwilks, the priority for sidewalk in-fill
construction should be based on the following atersitions:

Street Upgrade: As the City upgrades the
existing street system, it will do so to the
standards for city streets, which includes the
provision of sidewalks.

Pedestrian Connections to SchoolsMany

of the streets servicing the schools within the
City are lacking sidewalk improvements,
resulting in not only an inconvenience, but
also a safety concern for students walking to
and from school.

Pedestrian Connections with Transit: Central Point should provide sidewalks and other
amenities to make pedestrian access to bus stejgs.e&urrent efforts at providing
pedestrian access to transit could be significaaxfyanded by providing better walkways
to commercial centers and providing walkways frarndivisions to bus stops on arterials.
It is vitally important to RVTD that its riders potential riders have safe, convenient
access to bus stops and passenger shelters. ahsiqm of sidewalks is expected to
significantly increase the ability of RVTD to atttaiders. RVTD needs the cooperaticn
of other area governments with infrastructure improents, especially sidewalks, to
implement high quality transit service between\disticenters.
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Pedestrian Connections to Commercial Activity Centes: Commercial Activity
Centers are defined as commercial, civic, andlésser extent industrial areas, that
attract large numbers of employees, customerdpxgsietc. For these areas convenient
access throughout the area, to transit and to edljaeighborhoods is important.

8.8. Public Awareness

The use of the media, pedestrian committees, pegleglans, and other methods to promote use
of walking as a mode of transportation is an imaiatrstrategy in facilitating the community’s
awareness of the pedestrian system and its mamgpivetation and recreational opportunities.
Promotional campaigns and other strategies thatugage the use of walking for transportaticn
can have a positive impact.

8.9. Bear Creek Greenway

The Bear Creek Greenway is a project that has imggmogress for more than 25 years. When
complete, the Greenway will provide a 20-mile, mraufte path from the I-5/Seven Oaks
Interchange in Central Point to Nevada Street inldsd. In addition to its recreational use, the
Bear Creek Greenway will serve as an importantifador intercity pedestrian and bicycle travel
along the I-5 corridor. Within the City, the Greay is divided into two sections:

1. East Pine Street in Central Point, south to BafRead in Medford; and
2. East Pine Street, north to the limits of the UrGaowth Boundary.

The East Pine Street south section is completéranse. The East Pine Street north section is
unimproved. Part of this section (between East Biineet and Upton Road) has been designed
and approved for construction but not funded.
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8.10. Bicycle and Pedestrian Goals, Policies & Aohs

GOAL 8.1: TO PLAN FOR AND FACILITATE THE INCREASED USE OF
BICYCLE TRANSPORTATION IN THE CENTRAL POINT URBAN
AREA BY ASSURING THAT CONVENIENT, ACCESSIBLE AND SA FE
BICYCLE FACILITIES ARE PROVIDED Z.

Policy 8.1.1.

Policy 8.1.2.

Policy 8.1.3.

Policy 8.1.4.

Policy 8.1.5.

Policy 8.1.6.

Policy 8.1.7.

Policy 8.1.8.

Policy 8.1.9.

The City of Central Point recogmizecycle transportation as a
necessary and viable component of the transportaystem, both as an
important transportation mode, and as an air qualihprovement
strategy.

The Bicycle Element of this planlistexve as the Central Point Bicycle
Master Plan.

The City of Central Point shall pregsively develop a linked bicycle
network, focusing on, but not inclusive to the @aleand collector street
system, and concentrating on the provision of hckames, to be
completed within the planning period (20 yearshe bikeway network
will serve bicyclists needs for travel to employtreamters, commercial
districts, transit centers, schools, institutionmglaecreational
destinations.

The City of Central Point shall wdkeopportunities to add bike lanes in
conjunction with road reconstruction and re-strigiprojects on
collector and arterial streets.

The City of Central Point shall mtaiin public improvement standards
that assure that the design of all streets and ipubiprovement projects
facilitate bicycling by providing proper paving,ia width, traffic
control, storm drainage grates, striping, signalighting, parking, etc.

The City of Central Point shall paee, adopt, and maintain on-site
development standards that assure the provisidmogtle access,
parking, racks and/or shelters in business devetois institutions,
duplexes and multi-family developments and otheatlons where
bicycle parking facilities are required.

The City of Central Point shall soppthe local transit provider in their
efforts to facilitate “bikes on buses” and bicyc&eilities at transit
stations and stops.

Except within the Central Businesstiixt, the City of Central Point
shall give priority to bicycle traffic over parkingithin public rights-of-
way designated on the Bicycle Master Plan or otlieswletermined to
be important bicycling routes.

The City shall require pedestriarddnicycle easements to provide
neighborhood connectors and reduce vehicle tripg City shall modify

Z0OAR 660-012-0020(2)(d)
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the street vacation process so pedestrian and listybrough access is
maintained

GOAL 8.2: THE CITY WILL PROMOTE BICYCLE SAFETY ANDAWARENESS.

Policy 8.2.1.

Policy 8.2.2.

The City of Central Point shall aetiy support and encourage local and
state bicycle education and safety programs intdridemprove
bicycling skills, observance of laws, and overafiesy for both children
and adults.

The City shall consider the usehefedia, bicycle committees, bicycle
plans and other methods to promote use of bicydtingransportation
purposes.

GOAL 8.3: TO FACILITATE A COMPREHENSIVE SYSTEM OF C ONVENIENT,
ACCESSIBLE AND SAFE SIDEWALKS AND WALKWAYS THAT
WILL ENCOURAGE AND INCREASE PEDESTRIAN TRAVEL
THROUGHOUT THE CENTRAL POINT URBAN AREA *

Policy 8.3.1.

Policy 8.3.2.

Policy 8.3.3.

Policy 8.3.4.

Policy 8.3.5.

Policy 8.3.6.

The City shall establish and maim&a Sidewalk Construction Program
to complete the pedestrian facility network.

Sidewalks and walkways shall complat access to transit
stations/stops and multi-use paths. Activity asntechools and business
districts should focus attention on and encouragégstrian travel
within their proximity.

The City of Central Point shall mtain standards that require sidewalk
and pedestrian access and standards for improvementrosswalks at
signalized intersections and high volume pedesti@as such as the
Central Business District. All road constructionrenovation projects
shall include sidewalks.

The City shall require pedestriardadicycle easements to connect
neighborhoods and reduce vehicle trips. The Cigflshodify the street
vacation process so pedestrian and bicyclist thieagcess is
maintained.

Pedestrian walkway or accesswaynections shall be required
between adjacent developments when roadway coonscatannot be
provided.

The City shall prepare a plan amgplement a multi-use trail system,
using linear corridors including, but not limited:t utility easements,
rail lines, Bear Creek, Griffin Creek, Jackson Gteand other creeks
that complement and connect to the sidewalk system.

2 OAR 660-012-0020(2)(d)
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GOAL 8.4: TO ENCOURAGE EDUCATION SERVICES AND PROMOTE SAFE
PEDESTRIAN TRAVEL TO REDUCE THE NUMBER OF ACCIDENTS
INVOLVING PEDESTRIANS.

Policy 8.4.1.  The City of Central Point shall eacage schools, safety organizations,
and law enforcement agencies to provide informadiod instruction on
pedestrian safety issues that focus on prevenfitimeamost important
accident problems. The programs shall educatecaltiway users of
their privileges and responsibilities when drivitmgycling and walking.

Policy 8.4.2.  The City shall include in the Sid#nConstruction Program (Policy
9.1.1) inclusion of a street lighting system.

Policy 8.4.3.  The City shall prepare, adopt, anadintain standards for the separation
of pedestrian traffic from auto traffic on streetsd, where determined
appropriate, in parking lots.
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Chapter 9 - Public Transit System

9.1. Introduction

Public transportation services fulfill two rolestdt, these services provide transportation for
those who cannot or choose not to drive their owtnraobile. The majority of Central Point
transit riders would likely fall into this categornBecondly, the provision of a comprehensive
local transit service is a key measure of qualitife within a community. In concert with
walking and bicycling, transit provides an alteivato driving. Transit is also an important
component in the toolbox of strategies that capsuBmart Growth through higher density,
mixed use development, and a more compact formb@rudevelopment where the dependency
on automobile use is minimized.

9.2. 2005 Regional Transportation Plan (RTP)

The RTP Transit System Element provides a compsatemneview of the region’s transit system
and future potential for growth. The primary coastt confronting transit service is the limited
amount of funds available to service the currestey, not to mention the funds needed to
support expansion of ridership.

The RTP includes nine (9) transit related goalsBirough 6.D-9 focusing on funding, market
demographics, and increased ridership. Of the pitieies five apply to local governments.
Those policies include:

Policy 6.D-1 Local funding actions should be taken to ensuieng term stable
operating and capital-funding basis for RVTD.

This policy is a general statement regarding |dwadling as a source of income for
RVTD. The term “local” does not specifically refierindividual cities, but rather to the
region as opposed to state and federal funding ity of Ashland was used as an
example of one city in the region that contribiaasually to RVTD for transit services.

Policy 6.D-2 Local governments shall, through RVTD, contintavision of
transportation services and facilities that enhanwebility/livability and quality of life
options for the transportation-disadvantaged.

The City of Central Point supports this policy a&lenced in this TSP.

Policy 6.D-4 Local governments, RVTD, and ODOT where approgrishall consider
the development of park-and-ride facilities as atesffective means of increasing the
efficiency of the existing transportation system.

The City of Central Point supports this policy ailenced in this TSP. The Parking
Plan presented in this TSP sets forth as a parkitgction strategy the appropriate use of
park-and-ride facilities (see Chapter 6).

Policy 6.D-8 Local governments, ODOT where appropriate, and BR'¢hould support
transit-friendly design including appropriate insion of bus-only lanes on arterial
streets, bus bays or turnouts on district levete&staghways, arterial and collector
streets as a means of facilitating traffic flow ithgr peak travel periods, and should
revise building codes that enhance pedestrian acttemajor destination buildings. This
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transit-friendly design approach will also encoueagpnnectivity to transit by enhancing
pedestrian, wheelchair and bicycle access to boyssst

The City acknowledges the importance of includirggsit needs in its development and
street standards. This acknowledgement is notlonited to functional design needs
but also design standards that improve the athamtiss and convenience of the transit
system.

Policy 6.D-9 Where warranted by traffic speeds, volume, aretaye bus schedule
dwell time; where consistent with maintaining aipes pedestrian environment; and
where approved by RVTD, local governments, and Old@dre appropriate, shall
facilitate implementation of bus bays on congesteéerial streets as a means of
facilitating traffic flow during peak travel peried

The appropriateness of bus bays on congested stegets is a justifiable design
consideration, but one that is time sensitive agkddent of the presence of stable bus
routes. The City will work with RVTD in identifymthe need and timing of bus bays on
arterial streets and the development of acceptalddéay standards as part of the City's
street standards.

In addition to the above policies, the RTP alsduides a performance measure for transit service.
Table 9.1 represents Measure 2 of the RTP. In@stippthe RTP Measure 2, the City as part of
this TSP establishes a similar performance meastable 9.2 represents the City’s transit
performance measure. It is important to note aktainment of this performance measure relies
on the expansion of transit service to the eastaidhe City and other planned transit oriented
development areas.

Table 9.1. Regional Transportation Plan Public Tramsportation System Performance
Measures

Current Benchmark Benchmark Benchmark Benchmark
Measure How Measured

2000 2005 2010 2015 2020
Determined
through GIS
Measure 2: Mapping.
Percentage ol Current
DU’s within ~ estimates are the 12% 20% 30% 20% 50%

Ysmile walk  12% of DU’s are

to 30-minute  within ¥ mile

transit service walking distance
of RVTD transit
routes.

Table 9.2. City of Central Point Transportation Sysem Plan Performance Measures

Measure How Measured C;gggt 2010 2015 2020 2025 2030

Measure 2: Determined through GIS

Percentage of DU’'s  Mapping. Current estimates

within ¥4 mile walk to are that 35% of DU’s are withi ~ 38% 45% 50% 60% 65% 70%
30-minute transit % mile walking distance of

service RVTD transit routes.
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9.3. Rogue Valley Transportation District
The Rogue Valley Transportation District (RVTD) pigtes public transit within the City of
Central Point, offering a combination of servicesliiding a fixed-route, fixed-schedule bus
system, and paratransit (Valley Lift) service padalized service for people with disabilities
that prevent them from riding the bus. AdditionaRVTD operates the Valley Rideshare and
Vanpool programs which provide ride matching suppad commuter van service to employers
and their employees. ) ) ] )

Figure 9.1. Twin Creeks Transit Oriented
Currently, RVTD ridership is less than one ~ Dévelopment
percent of total daily and peak-hour
vehicular trips. Although not unusual for a
small metropolitan area, public
transportation has the potential for
accommodating a greater portion of total
daily trips in the region provided RVTD is
adequately funded as necessary to increa:
transit services, including enhancements
that will make transit more convenient to
people who generally use automobiles.

Transit’s ability to serve an expanded role
would be significantly enhanced by other
elements of this plan including the TDM,
pedestrian, bicycle and land use elements
Access to transit routes and stops will be
improved by development of more
sidewalks as specified in the Pedestrian
Element. Development of mixed use
activity centers and higher densities
adjacent to major corridors are among the
strategies in the Land Use Element that
would make travel by transit between
activity centers a viable option. With the
support of policies and projects in other
elements of the plan, transit may be able t
help reduce the need for street and highwi
system improvements.

The preferred transit system for RVTD is fully deised in the Regional Transportation Plan.
Central Point is currently served by Route 40 offRV The preferred transit system would
provide for an additional route in Central Pointnaddl as increased headways and weekend
service. The present financial forecast does ugpart additional service to Central Point.
During Phase Il of the Regional Transportation Rladate, the Rogue Valley MPO will be
investigating methods of increasing transit service

9.3.1. Rogue Valley Transportation District — Ten¥ear Long Range Plan (2007-
2017): The RVTD Ten-Year Plan 2007-2017 is a multi-modatwment focused on
enhancing ridership through appropriate best grestiThe Plan is designed to address
the community’s public transportation needs, with tealization that there will be
revenue constraints to be addressed througho®ldmes implementation.
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Central Point is currently served by Route 4
of RVTD (Figure 9.1), which has a very
strong ridership. Route 40 travels from
Medford to Central Point and has received
increased frequency from one hour to 30-
minute headways. South of Route 40 the
City has created a TOD overlay district for
the Twin Creeks area. Within this overlay
district, future transit facilities have been
planned. The long-range plan proposes the
following priorities and future needs:

Priorities and Immediate Needs:

Service along Hwy 99;

Service to the Twin Creeks TOD
(Figure 9.2);

Downtown reverse service

NI TEANSIT ST7P

- BENCHT AND SMALL SHUELTIF~

- SIPE STIP & A SHENMLERED
?f\fmﬁffb’ww, EATENDED CORE

(currently only the north side of
Pine Street receives service); m;a;;};;vjx
« Expanded hours and increased Y
frequency; e e e iy poa
. . 8 B CANVAS RIOF LACED T2
» Provide Saturday service; TR - Giasismanen
« Express route that connects all o LR e
City Centers; and o e
» Determine location for transfer 2 g Jd | PIS SHETER.
station and major bus stops. %Ffj
F Utu re N eed S: Major Transit Stop Standard Design Sketch

« East Central Point; and
* Area near South Haskell St. and
Ash St.

SHELTER DESITN

9.4. Strategies to Improve Transit Service

The growth of transit service, in terms of ridepshi
will necessitate a variety of strategies that nedoke
simultaneously employed. These strategies include
variety of disciplines such as economics, landarsk
transportation planning, and urban design that whe
considered collectively will provide a solid
infrastructure to build future transit ridershiphe
following is a listing of actions that will faciate
growth in transit ridership:

- SHELTERS CAN AZEomMIPATE
7-10 PEoPLE
- VY SHELTEES pRAMDED
\ FR WAITING ; ONE .

Bleyeis
PARKING AND 5pessco
BT OX OTHER. VENDIR.

= METAL AND S14S5 Back
e
METAL 7
- (CENTIFIABLE DEHEN
- INeLWDE RUTD Logo

Transit Station Standard Design Sketch

» Additional site plan standards can be
incorporated into the land development
code to encourage transit oriented development.

* Prepare code amendments that provide standarde@@ives fostering
enhancements to parking lot design, integratiamaofsit facilities, flexibility to
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support various uses over time, such as tempoeaiing zones, or parking areas
that convert to plazas to support programmed dietsyishared parking facilities.

» Transportation infrastructure can be designed ppasu redevelopment of future
building construction.

* Provide clear pathways to transit vehicles fromtshe

» Sidewalks should be constructed to the nearessettgon or to the nearest section
of existing sidewalk from all urban transit fagés.

* Provide suitable and universally accessible waitiregs for transit users.

e Coordinate locations of crosswalks with placementsay-finding signage and
shelters.

» On streets with parking, consider curb extensidmear-side bus stops so passengers
can board transit directly from the curb withowpgiing onto the street and to
comply with ADA universal accessibility standards.

» Encourage and promote high quality design, duraasy to maintain materials, and
modern vehicles to encourage ridership.

* Develop a consistent graphic system for wayfinding information to facilitate
increased ridership for all community sectors.
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Figure 9.2

Transit Plan - 2008-2030
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9.5. Transit Goals and Policies

GOAL 9.1: IN COOPERATION WITH TRANSIT PROVIDERS FAC ILITATE THE
PROVISION OF A TRANSIT SYSTEM THAT PROVIDES
CONVENIENT AND ACCESSIBLE TRANSIT SERVICES TO THE
CITIZENS OF THE CENTRAL POINT URBAN AREA. *°

Policy 9.1.1.  The City shall work with RVTD taeunrage transit services that meet
the City’s transit needs.

Policy 9.1.2.  To encourage accessibility and éased ridership, the City shall
continue to encourage future transit-supportivedarses, such as mixed
uses, multiple-family, and employment centers tioteted on or near
transit corridors.

Policy 9.1.3.  The City shall prepare, adopt, anaintain development standards and
regulations facilitating accessibility to transiewices through transit-
supportive streetscape, subdivision, and site desiguirements that
promote pedestrian and bicycle connectivity, corereze and safety.

GOAL 9.2: INCREASE OVERALL DAILY TRANSIT RIDERSHIP IN THE
CENTRAL POINT URBAN AREA, TO MITIGATE A PORTION OF THE
TRAFFIC PRESSURES EXPECTED BY REGIONAL GROWTH.

Policy 9.2.1. Through Transportation Demand Maeragnt efforts, the City shall
work with Central Point employers and other goveeniragencies to
increase commuter transit ridership.

®0OAR 660-012-0020(c)
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Chapter 10 - Railroad & Aviation System

10.1. Railroad System- Introduction

In February 1976, Congress passed the Railroaddieation and Regulatory Reform

Act (the 4R Act), which set up a nationwide loaail service assistance program and a
rail planning process. As a prerequisite for obtajrfederal assistance funds, a state was
required to establish:

for all transportation services in such state,udolg a suitable process for
updating, revising and amending _ .
such plan....and that....such stateFigure 10.1. Central Oregon & Pacific
plan is administered and Railroad Map

coordinated by a designated
state agency and provides for
the equitable distribution of
resources.”

“.....An adequate plan for rail services in sucheste overall planning process
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service for the Rogue Valley region is
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10.2. Railroads - Existing Conditions

The railroad has a long history in Central Poird aas one of the driving forces behind the
founding of the city. The Southern Pacific railazame to the valley in 1885, four years prior to
the incorporation of Central Point in 1889.

Today within the City of Central Point’s transpaida inventory, there is a single north-south
railroad track operated by the Central Oregon RaRifilroad (CORP). This trackage is part of
CORP’s Siskiyou Line which provides connectiomsrfrEugene-Springfield to Cottage Grove,
Roseburg, Glendale, Grants Pass, Medford, Ashladaa into California (Figure 10.1).

CORP is Oregon’s second largest short line railropdrating on 378 route miles and 8 miles of
trackage rights in Oregon. Its route miles compii88 percent of all route miles stateviide

CORRP is strictly a freight line that carries lot@lest and agricultural products. Steep grades and
tight turns limit operating speeds, which mostly iiathe range of 25 to 35 miles per hour.
Forty-three miles of track is limited to an opengtspeed of only ten miles per hour. In recerit
years, CORP carried approximately 28,000 cars erstbkiyou Line.

10.2.1. Land Use:The CORP line through Central
Point is generally bound predominantly by
residential and commercially zoned properties wit
some industrial properties south of Pine Streeith
the exception of the Grange Co-op, which does h3
a spur and occasionally uses the rail for shiproént
materials, the City’'s commercial/industrial useto#
railroad is non-existent.

The speed (low) and frequency (very limited) of th
rail traffic is not a cause for concern at thisdim
Along much of the rail line, adjacent land uses aref&
effectively buffered from rail traffic impacts suels
noise and vibration. With the exception of the
commercial lands along the west side of Front $tre
the remaining lands are buffered by either Hwy. 99
on the east and planned open space/ landscaped hkrng the west side of the tracks.
These buffering systems are anticipated to becseiffi to mitigate any increases in rail
speed and frequency that may occur in the futWahin the City’s urban area, there are
three existing (3) and one (1) proposed publicratig railroad crossings (Table 10.1).
Each of these crossings is located on one of ttyesGirterial streets.

Table 10.1. Central Point Railroad Crossings

Crossing Name Crossing No. Crossing Control
Beall Lane U.S. DOT #756030T Full
W. Pine Street U.S. DOT #756050T Full
Scenic Avenue U.S. DOT #756051A Full
Twin Creeks Crossing Proposed Full

272001 Oregon Rail Plan, An Element of the Oregom3partation Plan. Oregon Dept. of Transportation,
November 2001.
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10.2.2. Rail Freight — Existing Conditions: Currently, the CORP line is used only for
freight, which can be divided into two major segiserl. A large wood products
operation at Dillard, south of Roseburg, contrisuteost of the traffic on the northern
end of the line. 2. Shippers south of Grants PEssber Products, Boise Cascade, and
Sierra Pine, Ltd.) are the major source of businesthe southern end of the line. While
the railroad operates a through train between Mddiod Roseburg, most of the traffic
heads either north out of Roseburg or south oMexdford. CORP’s line south from
Medford is one of the most rugged rail lines in Western part of the United States with
gradients that approach 3.25 percent. The podidhne line south from Ashland to
Black Butte, California has no weight restrictidng has height and length restrictions in
the Siskiyou Mountains due to size limitations tedbto tunnels.

In 2002, the Rogue Valley Metropolitan Planning @ngation (RVMPO) undertook a
survey entitledStrengths and Weaknesses of the Current Freight isportation

System The survey asked shippers if they were intedeistémproving their connections
with rail. While there was interest among some nfacturers in increasing their use of
rail for inbound raw materials and outbound findlpeoduct, it was very selective.
Shippers with the greatest interest tended to haspur either on their property or one
nearby and were producing heavy, bulk productseedad large quantities of bulk raw
materials.

The reasons shippers gave for not using rail metensively had to do with the length of
time it takes to move freight by rail and conceshthe reliability of delivery times. Rail
freight is typically carried by more than one r@éld company before reaching its
destination, which means that the originating camydases hands-on control of the
freight in the process. Local rail personnel painthe inconsistency of schedules as an
important issue that they have been working toexdrr

The findings of the 2005trengths and Weaknesses of the Current Freight
Transportation Systemparticularly as it pertains to timely and cogeefive rail service,
have been reinforced by CORP’s most recent cutbagky increased shipping times
and costs will ultimately result in increases imaad for motor freight services.

In September 2007, CORP discontinued operationgdeet Vaughn, OR and Coquille,
OR due to unsafe tunnel conditions. CORP estinthgesost for repairing the tunnels at
$23 million and is seeking federal financial assise for this purpose. Additionally, in
December 2007, CORP notified shippers south of Beigieat the railroad’s Siskiyou
Line would be closed to train service into CalifecnEffective January 2008, no freight
trains will be allowed south of Ashland. Insteadmpanies that want to ship cargo by
rail south into California will have their produdtsded onto railcars bound for Eugene.
From Eugene, railcars will be directed to Klama#ttis=and then into California. This
change will have a direct impact on businessegyubia Siskiyou Line by increasing
shipping times and, potentially, shipping costs.

Based on recent events, the future role of raigfrieservice to and from the Rogue
Valley is questionable. Based on the most recetidres by CORP it appears that the
market share of products shipped by rail will deelin the near future.

10.2.3. Passenger Rail Service — Existing ConditisnPassenger rail service to and
from Southern Oregon was terminated in 1958. Q@tigrénorth-south rail passenger
service in the California-Oregon-Washington corrigdoprovided through Klamath Falls,
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bypassing the Rogue Valley region on the way toeBeg State sponsored thruway bus
service with one daily round trip via the I-5 fremybetween Eugene and Ashland started
in May 2000. This bus connects with the mid-mormmgtrak Cascadeisain departure
from Eugene.

10.2.4. Passenger Rail Service — Future Feasibyjtit The primary advantage of rail is
its ability to move larger numbers of passengeepatoximately the same cost as a
small number of passengers and to move them imdioctable, time-competitive
manner. Passenger service also can providermeaipacity parallel to congested
highway corridors. Because of the high infrasuitetcost, rail works best where
passenger volumes are high enough to justify thesitment, and generally this means
where multiple frequencies can be operated.

Rail's advantage declines where the availableroaile is not competitive with driving
times, either due to a circuitous route or to geack conditions that limit operating
speeds. Nevertheless, there is a general perngpaorail service is more reliable, more
comfortable, and safer because the railway carggeanore passenger space and travel
over a fixed guideway that is not affected by higgwongestion.

Recently, interest has been expressed in bringisggnger rail service to southwestern
Oregon. Several studies have been completed [ngwerious scenarios that could
potentially reintroduce passenger service to tea,asut in all cases, the cost would be
prohibitive and federal and state support at ihig is very limited. These studies
include:

The 2001 Oregon Rail Plan.The 2001 Oregon Rail Plan provided an analysis
of potential rail passenger service between Medémdl Eugene. In the Plan, it
was stated that rail service is disadvantageduthgon Oregon by an antiquated
rail line alignment built in the 1880s, twistingtk alignment, slow speeds, and
relatively light population. The line is maintainexdClass 2 standards with
maximum speed over the route of 25 mph, with magyrents limited to 20
mph. A passenger rail service would be unable tizimiaighway times. Rail
running time on the present 205-mile rail routensstn Eugene and Medford
would require over 8 hours, and the improvementesgary to reduce the rail
running time to competitive levels would requirejonaeconstruction.

Southern Oregon Commuter Rail Study, 2001.The 1999 session of the
Oregon Legislature instructed the Oregon DepartroEftansportation to
examine the potential for local passenger senagom(nuter rail) between Grants
Pass and Ashland, a distance of approximately #&smiThe operation being
contemplated would operate on trackage owned by ZORheSouthern
Oregon Commuter Rail Studyas a joint effort of the Rail Division of the
Oregon Department of Transportation, the Rogueeyallransportation District
(RVTD) and the Rogue Valley Council of Governmegi®%COG). The overall
goal of the study was to define costs, benefitd,iarpacts of the project to allow
regional partners to compare the feasibility of oarter rail against other
regional transportation options.

The plan presented a highly visionary concept ibbgvice in the Rogue Valley
that was determined to be infeasible under curerfgreseeable, levels of
financial support for rail improvements. Key finds are:
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i With substantial upgrading of the track and sigryatem, the rail line
connecting the eight Rogue Valley communities i susited to serve as
the backbone of an effective commuter transponatistem for the
region.

i1 With top speeds of up to 60 miles per hour, comminééns can travel
the 45-mile corridor from Ashland to Grants Pasabout 80 minutes,
making seven (7) intermediate stops.

i The estimated costs for upgrading the rail infrasttire, including track,
ties, switches, a new 1.5-mile track through Mediféard, new sidings,
a modern train movement signaling system, gradesorg safety
improvements, acquiring passenger equipment, aachtipg the system
at three potential levels of service are summarizéichble 10.2 below:

Table 10.2. Level of Service Explained

Service Level Elements

LEVEL 1 Full service (six (6) round trips in the morningdagix (6) in the
evening) between Ashland and Central Point.

LEVEL 2 Level 1, plus limited service (two (2) round tripsthe morning and
two (2) in the evening) between Central Point anan@ Pass.

LEVEL 3 Full service (six (6) round trips in the morninglagix (6) in the

evening) between Ashland and Grants Pass.

Commuter and Inter-Urban Corridors Plan. The focus of this rail plan was
primarily on intercity service, rather than comnmgervice. However, the Plan did
discuss commuter service, which is getting increpattention nationwide, both in
major urban centers and in less populous commsnitieere increasing traffic
congestion encourages people to look for transpantalternatives. The recent
introduction of such service between Seattle armbif@ shows that this trend has
moved to the Pacific Northwest. Several Oregon canities have conducted
commuter rail feasibility studies, and others amuni to show interest. The discussion
that follows is intended to provide a perspectindlese efforts.

Once considered viable only as a means to movelsabuesidents into major
downtown employment centers, many communities aveinvestigating commuter
service potential between suburban areas whereogmpht and housing patterns are
more diverse. Lightly used or abandoned rail liaesseen as having commuter
service potential with minimal or no conflicts witteight operations. A
determination of commuter rail feasibility depemaisa number of factors that vary
widely from community to community, but ultimatelye viability of commuter rail
hinges largely on a calculation of the balance betwits costs and ridership, which
translates to revenue. A number of indicators eanded to measure the potential
success for a commuter service. The checklist betoxers the primary attributes
that affect a viable commuter operation:

b Direct Rail Link: An existing rail line with a reasonably direct reut
between the communities to be served and withaeffi unused capacity to
accommaodate relatively frequent rush hour passesegeice.
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i1 Supporting Regional Goals:Land use and transportation system goals that
seek to reduce motor vehicle trips, concentratenceraial and residential
development in and near the urbanized areas ioatlor, and to promote
higher-density development within the corridor apécifically, near ralil
station sites.

&1 Population Growth and Density: Continuing moderate to rapid growth in
population within and along the corridor, with @tmiconcentration of
residences and/or business/commercial activityedo$roposed station
sites.

& Limited Funding for Highway Projects: Difficulty in raising funds for new
highway projects which would increase traffic capain the corridor.

i Commuting within the Corridor: A high level of daily commuting within
the rail corridor.

b Traffic Congestion: Growing traffic congestion on highways parallelihg
rail line.

B Limited Parking: Limited and expensive parking at commuter destimati
points.

i Competitive Transit Times: Ability to provide rail commuter service
competitive with auto commute times.

i Availability to Funding: Ability to provide rail commuter service at a cost
competitive with auto commuting.

B Willingness to Use Transit:Daily commuters in the corridor with a
relatively high propensity to use transit. A numbecommuter or localized
(inter-urban) rail services have been proposedrég@n during the past
decade. The status of each service is summarized.be

Rogue Valley Commuter Rail Project, 2006.In 2006, the RVMPO examined an
additional option for bringing commuter rail semito the Rogue Valley. This study
was brought about as a result of the availabilityeveral self-propelled rail diesel
cars (RDC) owned by ODOT Rail Division. Under thgenario, these RDCs would
be purchased or leased and would provide servi€eitdral Point, Medford, Bear
Creek Orchards, Phoenix, Talent, and Ashland. offegation would be less
extensive and require less capital and operatistsd¢ban the concept developed as
part of the2001 Southern Oregon Commuter Stullye estimated costs for required
infrastructure improvements would be approximagd§g,500,000, while the cost of
the Southern Oregon Commuter would approach $38000

Funding for theRogue Valley Commuter Rail Projeeas limited, and additional
information is required before it can be seriousipsidered, particularly information
related to travel market demand.
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While these studies have, for the most part, fataseinfrastructure needs, questions
that need to be answered in future service assessinelude:

Will the service attract sufficient ridership arevenue to justify the service?
What are the potential costs and revenue?

What are the economic and social benefits to e sind local communities?
Can a service be provided at an affordable cost?

What are the alternatives to providing the service?

How does the service satisfy Oregon’s transporajmals?

Will the service contribute positively to otherdees through connections?
Does the service accommodate disabled travelers@ngly with the Americans
with Disabilities Act?

OO0OO0OO0OO0OO0OO0O0o

In summary, the feasibility of passenger rail ssgvnust take into consideration not only
infrastructure requirements, but also the followkey operational thresholds:

Patronage: To justify rail service, a train should have a mom average occupancy of
about 75 passengers per train. Occupancy miglavber lat the extreme end of a run, but
average occupancy should justify the operationtadia with at least 180 seats (typically
a three car train). The economic efficiency of imsignificantly reduced if usage falls
below this level, and bus operation often may gtewnore effective use of
transportation dollars. Most of Oregon’s curreairts meet this threshold.

Cost Recovery:Typical train operating costs are about $26 pee nilnew rail service
should be expected to attain a 30-40 percent faxedrovery ratio (the proportion of
operating costs covered by fare revenue) to bdevidliith a lower cost recovery, the
amount of subsidy per passenger becomes excesshatarnative transportation by bus
becomes a more attractive option. Oregon’s long ggoal is to achieve or exceed 100
percent operating cost recovery on its rail seszice

Running Time: Rail service has to be reasonably competitive aitto driving times to

be successful. Unfortunately, some branch linetsatieerwise might have passenger
service potential drop out of consideration becdheg follow alignments that cannot be
upgraded to provide time-competitive service abst commensurate with the potential
service level. Many of Oregon’s branch lines fatbithis category. Freight service levels
are insufficient to justify major capital investmeém track upgrades or curve reductions
that would also benefit passenger operations,eentkire cost of improvements would be
a passenger-related responsibility. Parallel higlsyaowever, have been improved to
the extent that driving times (and potential buges) have been significantly reduced
over time, rendering establishment of rail serviwae difficult to justify.

Other Factors: In certain situations, rail service may be warrdrégeen though it would
not meet the general parameters given above.igdatiths may include rail service that
contributes substantially to the patronage of otfans, service that provides special
benefits to the area served or operations thagtaegihe mobility of certain travelers (i.e.
handicapped).
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10.3. Aviation System — Introduction
Although the City of Central Point does not provadgation service, it is fortunate to have
convenient access to the Rogue Valley Internatidiedford Airport. The airport is located to
the east of the City just outside the urban afidese Rogue Valley International-Medford Airport
is the third largest commercial service airporOiregon providing air passenger and air freighit
services to seven counties in Southern
Oregon and northern California. The airpol
provides national and international
connections to the region with commercial
air service provided by Horizon Airlines anc
United Airlines/United Express. Because ¢
the airport’s proximity to the City, it is
considered to be a transportation asset.

The governing planning document for the
Airport is theMedford-Jackson County
Airport Master Plan Updatewhich will
continue to serve as the airport’s guiding docungenerning anticipated development of the
airport, including the on-site facilities. It ise City’s goal, through this TSP, to maintain
convenient and efficient vehicular transportationess to the Rogue Valley International-
Medford airport.

10.4. Railroad and Aviation Goals and Policies

GOAL 10.1: TO PROVIDE EFFICIENT, SAFE, AND EFFECTIV E MOVEMENT OF
GOODS, SERVICES AND PASSENGERS BY RAIL WHILE
MAINTAINING THE QUALITY OF LIFE FOR THE CITIZENS OF  THE
CENTRAL POINT URBAN AREA. %

Policy 10.1.1. The City shall encourage both fieignd passenger service as part of
statewide rail transportation planning efforts.

Policy 10.1.2. The City shall prepare, adopt, amaintain site development standards
that mitigate railroad noise and vibration

GOAL 10.2: TO PROVIDE EFFICIENT, SAFE, AND EFFECTIV E MOVEMENT OF
PEOPLE AND GOODS VIA INTER-MODAL CONNECTIONS WITH
THE ROGUE VALLEY INTERNATIONAL-MEDFORD AIRPORT. %

Policy 10.2.1. The City shall support the Rogu#iéyal ransportation District efforts to
provide service to the Rogue Valley Internationiapévt from
established routes serving Central Point.

ZOAR 660-012-0020(2)(e)
20OAR 660-012-0020(2)(e)
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Chapter 11 - Truck Freight System

11.1. Introduction

Efficient truck movement plays a vital role in theonomical transportation of raw materials and
finished products. The establishment of throughkmoutes provides for this efficient movement
while at the same time maintaining neighborhoodHility, public safety, and minimizing
maintenance costs of the roadway system. Thefisignce of freight movement is supported by
the 1999 Oregon Highway Plan, the Regional Traniagion Plan (RTP), and the Transportation
Planning Rule (TPR). Most recently the Rogue \aN&etropolitan Planning Organization
(RVMPO) completed a freight study addressing teefit needs of the Rogue Valf@y As a
result of the findings presented in the RVMPO Hnefgtudy (2006), truck freight movement
warrants a special chapter in the Transportaticte®y Plan (TSP) in order to maintain focus of
truck freight issues.

11.2. Land Use

The safe and efficient movement of goods is a comgmal for both truck and rail freight, but
trucks use different infrastructure, have differamd use implications, and must be integrated
with other modes in the broader transportationesgstCommercial trucks have specific travel
needs such as adequate lane widths, adequategatrimersections, and adequately designed
loading and unloading areas. Truck services alsd neadways operating at an adequate level of
service so that goods and services can move effigihrough the city, the region, and the state.

Most of the Central Point’s freight intense lanésiare located on the eastside of the freeway
with access predominantly via East Pine Streeflaide Rock Road. The downtown and the
area along Highway 99 also contribute but to agledegree. Aside from these areas most of the
City is residential in character with limited fraitgneeds.

11.3. Truck Freight - Existing Conditions

Truck freight transportation within the Central Rtairban area is primarily concentrated along
the truck routes designated in the Regional Tramafion Plan. Figure 11.1 illustrates the truck
routes within the City as identified in the RVMP@efght Study. The major truck routes include
Interstate 5 (I-5) and Highway 99 (Front Stredt}. is the most important freight route in the
region carrying approximately 4,000 to 5,000 trupks day through the area. 1I-5 not only serves
freight heading to destinations within the CenRaint UGB, but also serves trucks passing
through the region to destinations throughout tres¥Coast. Currently, the combined volume of
freight transported over highway and rail modethal-5 corridor through the Rogue Valley
Metropolitan Planning Region is estimated at 23ioniltons annually, with the majority of this
freight carried on the highway syst&€mAdditional Central Point Freight Routes as idfexd in

the RVMPO Freight Study (2006) include: Table RBdad, East Vilas Road, Pine Street, and
Hanley Road. As part of the RVMPO Freight Stutig, Rogue Valley Council of Governments
conducted a series of interviews with major freigffippers and carriers providing issues and
concerns related to specific Central Point frerglites. Table 11.1 lists the freight issues taken
from the RVMPO Freight Study that affect facilitiegthin the City’s urban area.

%Rogue Valley Metropolitan Planning Organizationigne Study, 2006
31 |-5 State of the Interstate Report, ODOT, 2000.
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Table 11.1. Central Point Truck Freight Issues anc€Concerns

Freight
Route

I-5
Interchange

Hwy. 99/Pine
Street

Table Rock
Road

East Vilas
Road

Issues & Concerns

General concerns expressed about the capacitg aftdrchange and the potential for
continued growth in the area around the interchavigjeh will increase congestion in the
future.

East Pine Street through downtown Central Poinbrgyested and relatively narrow for
truck freight traffic.

Table Rock Road deliveries are difficult due to ldek of turning lanes. [Please note:
Since the publication of the RVMPO Freight Studgtems of Table Rock Road have
been widened and turning lanes added.]

The four corners intersection at Table Rock Roat\4fas Road is very tight. Turning
lanes on Vilas Road are needed. [Please note: ifthisection has been improved since
the publication of the RVMPO Freight Study.]
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11.4. Central Point Truck Freight - Issues & Concens

As presented in the RVMPO Freight Study, the Cit€entral Point’s capacity to accommodate
truck freight has numerous challenges ranging fcapacity and land use conflicts, to
inappropriate route designations.

East Pine Street/Central Point Interchange:Freight trucks moving south on I-5 often
choose to connect with I-5 via the East Pine St@eagitral Point Interchange, rather than
face the congestion on Highway 62 en route to tbegtNVedford Interchange. USF
Reddaway, the largest bulk facility in the Rogudl&ta is located off Pine Street on
Hamrick Road. Counting just Reddaway traffic, 3Q@ks per day exit from I-5 and
another enter I-5. Gordon Trucking, a long hauhpany, is likely to relocate near this
interchange. East Pine Street connects freigtighway 99 with Table Rock Road, the
route to industrial sites in White City. Issueslue the high levels of congestion
leading to and occurring within the area. Freigithpanies are concerned that conditions
at the Central Point Interchange are starting toanthose at the north and south
Medford interchanges. This is troublesome, sineeGantral Point Interchange is
currently their only viable alternative south oétSeven Oaks Intercharige

Hamrick Road. In the RVMPO Freight Study, Hamrick Road was tdead as part of
the MPO freight system. This section of HamriclaBds predominantly residential in
character and has been eliminated from the Citgiglit route map as illustrated in
Figure 11.2. As presented in this TSP, it is prepahat the section of Hamrick Road
from East Pine Street to Table Rock Road be remasetidesignated truck freight route
from the RVMPO regional freight route map. TablecR®oad is adequate to serve the
designated freight needs.

East Pine Street (Downtown Core).By its very nature, the downtown core has always
been, and will continue to be, a less than degrabtk route. This is particularly true
given the City’s plans for revitalization of thewdatown, which include pedestrian
oriented uses and traffic calming along East Pinee$’. To avoid the downtown

section of East Pine Street, truck drivers oftenel out-of-direction to the Seven Oaks I-
5 interchange.

11.5. Out-of-Direction Travel

Out-of-direction travel is defined as drivers taken indirect non-designated route rather than a
more direct designated route. The use of out-aatiion routes typically occurs as a result of
regular routes being blocked during constructiaivetls avoiding bottlenecks and congestion,
and restrictions that prevent oversized freightcdding to the RVMPO Freight Study, there has
been an increase in out-of-direction travel. Téwult is that manufacturers and shippers are
using alternative routes to Hwy. 99 and I-5 plagignificant burdens on the Central Point
Interchange, Table Rock Road, and Vilas Road.

322005-2030 Regional Transportation Plan, April 2005
#City of Central Point Downtown Revitalization Pl&900
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11.6. Truck Freight Goals and Policies

GOAL 11.1: To identify and maintain a truck freight system within the City that serves
the City’s and region’s freight needs in an efficiat and safe manner, with
minimal adverse impacts on adjacent land uses.

Policy 11.1.1.

Policy 11.1.2.

Policy 11.1.3.

The City shall cooperate with théMPO, Jackson County, ODOT and
the City of Medford in the coordination of desigmding, and
improvement of the freight system within the Giast enhances freight
movement, while improving the overall capacityhef City’s street
system.

The Freight System Map presentdegare 11.2 shall be considered by
the City as the official freight route system foe City of Central Point.
The design and improvement of the street systeignagsd on the
Freight System Map shall accommodate large vehtgigsal of freight
movement.

The City shall ensure accessuokifreight via the local street system,
with emphasis on maintaining an efficient and skfsignated truck
route system.
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Chapter 12 - Transportation System Financing System
Program

12.1. Introduction

In accordance with the Transportation Planning RTGRRY", this chapter presents the City of
Central Point’s financing program for its transptidn system. By definition the financing
program shall include:

1. Policies that guide the selection of transportatamnility and improvement projects for
funding in the short-term that meet the standandst®nchmarks established pursuant to
the TPR;

2. Alist of planned transportation facilities and orajmprovements;

3. An estimate of the timing for planned transportafiacilities and major improvements;
and

4. A determination of rough cost estimates for thadpmrtation facilities and major
improvements identified in the TSP.

In Chapter 7, a list of transportation improvememese identified. These are projects that are
forecast to be needed during the planning periadisfTSP. In the aggregate, the total cost of all
projects approaches $112 million. These costsotlinolude the cost of County and ODOT
projects as identified in Tables 7.2 and 7.3 o T6P. The City readily acknowledges that it is
beyond the realm of feasibility to fund all projgciver the next twenty years, and not all projects
are necessary to maintain an acceptable levelratsghroughout the planning period.
Consequently, it is the purpose of this chapteriwritize the projects based on need, and to
reconcile the cost of the projects with the Citgtslity to fund.

Development of this chapter is based on the folhgwdocuments:

* The RVMPO Regional Transportation Plan 2005-203@dlApril 5, 2005 and draft
information for the 2009-2034 RTP;

» City of Central Point's FY 2007 -08 Budget;

» City of Central Point’s Five-Year Capital Improvem® Plan 2008-2012; and

» Statewide Transportation Improvement Program (ST2808 — 2011.

All expense and revenue estimates presented ichhjster are in terms of 2008 dollars. Funding
has been estimated over the duration of this TSP.

12.2. Project Prioritization Policies

The TPR requires that the selection of transpamgirojects be based on policies that establish
standards and benchmarks for project selectionthiand the City relies on its Strategic Plan,
the Comprehensive Plan, the RTP, and the STIP.

**Transportation Planning Rule, Section 660-012-0040
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Initially, one of the standards to be achievediral TSPs was a 5% reduction in vehicle miles
traveled (VMT) during the planning period of theR.SOn April 3, 2002, the Land Conservation
and Development Commission (LCDC), by Order 02-LCOX®B, approved alternative standards
to accomplish reduced vehicle miles traveled (VM3 yequired by OAR 660-012-0035(5).
LCDC's approval was conditional subject to compietof certain tasks. The RVMPO
completed the necessary tasks in 2004. The 2088-RTP contains the LCDC approved
alternative measures. In total seven (7) altermstasures were approved. These alternative
measures have been incorporated in this TSP. Vpgeable these alternate measures have
been used in developing the standards and benchrwargrioritization of transportation
projects.

Project prioritization is based on the followingteria:

1. Safety. Projects that improve the safety of the Cityasportation system. This
includes all modes of transportation;

2. RTP Benchmarks. Projects that facilitate compliance with the RB&hchmarks;

3. Economic Development.Projects that reinforce the City’s economy, eitieough
improvements to freight routes, or improvements theilitate development of land uses
that support the City’s employment base;

4. Regional Coordination. Projects undertaken in coordination with the &t&ounty,
and/or City of Medford;

5. Livability. Projects that improve the City’s livability thrgln maintenance of minimum
levels of service, connectivity, and modal choied

6. Cost/Benefit. Projects that demonstrate cost effectivenesslationship to benefits
derived.

12.3. Project Classification System
The transportation projects presented in this T8k been assigned to one of two classifications
referred to as either Tier 1 or Tier 2 projects.

Tier 1 Projects. By definition, Tier 1 projects are financially irained. Financially
constrained projects are projects that can be naibpfunded within the next twenty
years. Tier 1 projects are further classifiedidsee short, medium or long-term
projects. These time periods correspond to thesy2@08 - 2012 (short-range), 2013 -
2017 (medium-range) and 2018 - 2030 (long-range).

Tier 2 Projects. Tier 2 projects are those projects identified agiflg an eventual need
beyond the timeframe of this TSP, and for whichding is unavailable. Tier 2 projects
can advance to Tier 1 as funds become availablarjanities change. Advancing Tier 2
projects requires an amendment to the TSP witHfipegton for the advancement and the
impact on the timing and funding of designated Ti@rojects.
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12.4. Transportation Funding Sources

Revenue for transportation system projects predamntiy comes from three sources: federal,
state, and local. The Federal, State, and lowehnge sources that are used to fund street system
projects are described in the RTP. This sectidhpnovide a summary of the different funding
sources available to the City. A more comprehendigcussion of each funding source is
available in the RTP.

12.4.1.

Federal Revenue SourceShere are numerous federal programs that fund

transportation projects. The forecast federalrign Table 12.1 is derived from some of
the following programs:

Federal Earmarks: Earmarks are funding allocations that are tiedotlyd¢o a
project through the legislative process. An exangpliederal earmarks is
Congressional authorization of TEA 21to includenfiffion of funding for Unit

1 of the Bear Creek Greenway and $1.25 milliorsfdewalk projects in
Medford. Although additional earmarks may be awdridefuture years, no such
assumptions have been made in forecasting revdéouttge City of Central
Point.

Surface Transportation Program (STP)The STP is a flexible inter-modal
block grant-type program that provides funds for@ad range of transportation
uses. Projects can include highway and transitagmiojects, carpool projects,
bicycle and pedestrian facilities, planning, argksgch and development. STF
funds are allocated to the State and sub-allodateiies and counties on a
formula basis by the Oregon Transportation Commissi he RVMPO is
expected to receive $51.5 million in STP futitl®ugh 2034 of which
$4.1 million has been programmed for projects eRTP and $250,000
for un-programmed short-term (2009-13) projectsulgh the short-term.
Half of the $51.1 million in STP funds will be aflated to RVTD.

Congestion Mitigation and Air Quality ImprovementrBgram (CMAQ): The
Inter-modal Surface Transportation Efficiency ABTEA) created the CMAQ
program to deal with transportation related aityimn. States with areas which
are designated as non-attainment for ozone or partomoxide (CG@ must use
their CMAQ funds in those non-attainment areas. Tt is within a non-
attainment area. The projects and programs muerdie included in the air
guality State Implementation Plan (SIP), or be goaadidates to contribute to
attainment of the National Ambient Air Quality Stimds (NAAQS).

STP Transportation Enhancements ProgranEach state must set aside 10% of
its yearly STP revenues for Transportation EnhamecgrActivities, which
comprise a broad range of projects. Enhancemedsfare allocated to local
jurisdictions throughout the state on a competitigsis. Eligible transportation
enhancement projects include pedestrian and bifgcikties; preservation of
abandoned railway corridors; landscaping and atbenic beautification; control
and removal of outdoor advertising; acquisitiorsoénic easements and scenic
or historic sites; scenic or historic highway prags; historic preservation;
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12.4.2.

rehabilitation and operation of historic transptiota buildings, structures, or
facilities; archaeological planning and researcit mitigation of water pollution
due to highway runoff. Enhancement projects reqai2® percent non-federal
match.

STP Safety Funds:Each state must set aside 10 percent of its baBeBitls
for safety programs (hazard elimination, rail-higiyncrossings, etc.). The match
rate for safety projects is 80 percent federah@@ent state or local.

Highway Bridge Replacement and Rehabilitation Pragn (HBRR): The
HBRR Program provides funds to replace or mairgaisting bridges; new
bridges are not eligible for funding under thisgnaim. Currently, Bridge
Replacement and Rehabilitation funds are distribthieough the STIP process.
In the future, these funds will be distributed adang to the Unified Bridge
Program, a rating system that indicates the canddind traffic level on each
bridge in the State.

Timber Receipts:The U.S. Forest Service (USFS) shares 25 perceratiminal
forest receipts with counties. By Oregon law (OR8.260), counties then
allocate 75 percent of the receipts to the road fumd 25 percent to local school
districts. The availability of timber receipt rewess is no longer a reliable source
of transportation funding.

State Revenue Source3:he forecast for state funding is illustrated irblEa

12.1 and is derived from some of the following peogs:

State Highway Fund: The major source of funding for transportation talpi
improvements and activities statewide is the Stidlaway Fund. The Highway
Fund derives its revenue through fuel taxes, licenand registration fees, anc
weight-mile taxes assessed on freight carrierseRass have historically been
divided as follows: 15.57% to cities, 24.38% to wies, and 60.05% to ODOT.
Revenue from increased tax rates will be shareal 20+30-50% basis,
respectively. Allocations to the cities are basegyopulation.

Special Public Works Fund (SPWF)The State of Oregon allocates a portion of
state lottery revenues for economic developfiefihe Oregon Economic
Development Department provides grants and loaosigihh the SPWF program

to construct, improve and repair infrastructureagmmercial/industrial areas to
support local economic development and create nbs While primarily a loan
program, grants are available for projects thalt evéate or retain trade-sector
jobs. A trade-sector industry sells its goods or servinagationally or
internationally competitive marketfhe SPWF provides a maximum grant of
$500,000 for projects that will help create or irrEminimum of 50 jobs.

OTIA 1l — Oregon Transportation Investment Act:The 2003 Legislation
continued its prior commitments toward solving Qne'g highway infrastructure

%0ORS 285B.419 and OAR 123.042.0010, Division 42
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problems. House Bill 3415, also referred to asQ@hegon Transportation
Investment Act Il (OTIA Ill), committed to the fuling of $3.3 billion in bonds
to increase lane capacity and improve interchangesjr and replace bridges,
and preserve road pavement. Cities are allocataes of this fund based on
percentage share of statewide population. Fopléraing period it is estimated
that Central Point will be allocated .636 %, orgbly six tenths of one percent.
For purposes of this TSP the City percentage oéwide population will remain
constant.

Traffic Control Projects (TCP): The State maintains a policy of sharing
installation, maintenance, and operational costgr&dfic signals and luminar
units at intersections between State highways dndtreets/county roads.
Intersections involving a State highway and a sitget/county road, which are:
included on the statewide priority list, are eligilo participate in the cost
sharing policy. ODOT establishes a statewide gyidist for traffic signal
installations on the State Highway System. Therftyisystem is based on
warrants outlined in the Manual for Uniform Trafftontrol Devices. Local
agencies are responsible for coordinating thewstdéesignal priority list with
local road requirements.

State Highway Fund Bicycle/Pedestrian Progran®RS 366.514 requires that
at least 1% of the Highway Fund received by OD@Inties, and cities shall be
expended for the development of footpaths and kakewODOT administers its
bicycle/pedestrian funds, handles bikeway plannilegjgn, engineering and
construction, and provides technical assistanceadnite to local governments;
concerning bikeways.

Oregon Transportation Enhancement Programfhe
Transportation Enhancement program provides fedéghlvay
funds for projects that strengthen the culturastlaetic, or
environmental value of our transportation systehe funds are
available for twelve "transportation enhancemetnivaies"”
specifically identified in the Transportation Equict for the 21st
Century (TEA-21). These activities fall into fouam groups:
Pedestrian and Bicycle Projects, Historic Presematlated to
surface transportation, Landscaping and Scenic tBieation, and
Environmental Mitigation (highway runoff and wilt#i protection
only). The intent of the program is to fund spkoraadditional
activities not normally required on a highway @rsportation
project.

Oregon Department of Transportation - PedestriandaBicycle
Grant Program: The Pedestrian and Bicycle Grant Program is a
competitive grant program that provides approximyz$& million
dollars every two years to Oregon cities, courdied ODOT
regional and district offices for design and comstion of
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pedestrian and bicycle facilities. Proposed faegimust be within
public rights-of-way. Grants are awarded by thegoreBicycle
and Pedestrian Advisory Committee.

Immediate Opportunity Fund (IOF): The IOF is intended to support economic
development in Oregon by funding road projects #saure job development
opportunities by influencing the location or retentof a firm or economic
development project. The fund may be used only vdikar sources of funding
are unavailable or insufficient, and is restriciegbb retention and committed
job creation opportunities. To be eligible, a pobjaust require an immediate
commitment of road construction funds to addresacanal transportation
problem. The applicant must show that the locatiecision of a firm or
development depends on those transportation imprerts, and the jobs created
by the development must be “primary” jobs such asufacturing, distribution,
or service jobs.

Safe Routes to SchoolThis program is to assist communities in
identifying and reducing barriers and hazards ftwdn, K-12, walking
or bicycling within two miles of the school. It mayovide grants for
education, engineering and enforcement; howeveraifits are to be
awarded, the program must adopt Administrative Rafeecifying criteria
that will be used in awarding grants. In additiBi§ 2742 requires that
School Districts have a Safe Routes to School Rlamlescribed in 2001
Oregon legislation, ORS 195.115) in place as tleegouisite for potential
funding.

Oregon Department of Transportation — Mini-GrantsThe Community
Cycling Center (CCC) has funding through ODOT faards up to $5,000
for programs that encourage bicycle safety by etthug@rogram
participants. The CCC is the largest non-proffamization in the country
that uses the bicycle as a tool for teaching passitfe skills to youth.
Children in our programs learn bicycle safety araimenance and earn
their own bicycles, locks and helmets. CCC usestbycle as a tool for
learning because no child can resist the drawtaéycle. Funding has
been available for youth and adult programs, witbcais on programs
that incorporate a strong educational element.

Please note that inclusion of an improvement is T8P does not represent a
commitment by ODOT to fund, allow, or construct greject. Projects on the
State Highway System that are contained in the &i8Mot considered “planned”
projects until they are programmed into the Stadewliransportation
Improvement Program (STIP). As such, projects psep in the TSP that are
located on a State Highway cannot be considereditagation for future
development or land use actions until they are qammgned into an adopted STIP.
Highway projects that are programmed to be con®dumay have to be altered
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or cancelled at a later time to meet changing bisdgreunanticipated conditions

such a

12.4.3.

S environmental constraints.

Local Revenue Sourcesirom the local perspective there are numerous esurc

of revenue that can be used to fund local tranaport projects. The forecast in Table

12.1is

based on the following local revenue sairce

Street System Development Charges (SSD(&jeet Systems Development
Charges are fees paid by developers, and arelgteddd recover the increased
capital costs incurred by a jurisdiction or utiliag a result of real property
development. The SDC typically varies by the tgpdevelopment, i.e.
residential, commercial, and industrial.

The City of Central Point has a system developrobatge program in place for
street funding. Table 12.1 includes SSDC projedtiiirough the year 2030.
The SSDC estimate is based on household formatidremployment
projections presented in Chapter 3 — Land Use.

Street Utility Fees (SUFs) A Street Utility Fee is a use fee paid by all resit$
and businesses of a city, and is used to mairtiaiexisting street system. SUFs
are assessed to all businesses and householdsditytlhased on the amount of
traffic typically generated by each use categorgsitity residents pay water
and sewer utility fees to maintain and operateghgdity systems. Street utility
fees apply the same concepts to city streets.tSttility fees differ from water
and sewer fees because usage cannot be easilyoredniStreet user fees are
used to pay for operation and maintenance of thgsGransportation system.

On February 28, 2008 the City of Central Point dedyits first transportation
utility fee program to assist in the funding ofrisgortation planning and
management, and the construction maintenance @itiis transportation
system. The Transportation Utility Fee will sungetFebruary 28, 2011 unless
extended by action of the City Council. Table liadudes the SUF through
fiscal year 2011.

Revenue and General Obligation Bonnd&®kevenue bonds can be used for a
variety of local transportation projects. Reveboeds are financed by user
charges, such as street system development clededreet utility fees, local
gas tax, or any other transportation-related regesnurce that provides a stable
stream of revenue. General obligation bonds arpa@tgd by a city’s property
tax base, and must be approved by a majority di/& woters.

Special Assessments /Local Improvement District(lUrban Renewal

Agency Special assessments are charges levied on prauensrs for
neighborhood public facilities and services, witltle property assessed a portion
of total project costs. Special assessments anencmly used for such public
works projects as street improvement, drainageimafacilities, and sewer

lines. The justification for such levies is thaamy of these public works
activities provide services to or directly enhatteevalue of a defined area of
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benefit, thereby providing direct financial benédithe owners.

Local Improvement Districts (LID) are similar toespal assessment districts.
An LID is a legal entity established by local gawaents to levy special
assessments to fund improvements that have looefite Through an LID,
streets and other transportation improvements earohstructed and a fee
assessed to adjacent property owners.

Urban renewal agencies are essentially a formspiegial assessment district that
uses tax increment financing as a funding tool (@R%). The use of tax
increment financing has a successful track recbfdmaling infrastructure
improvements within blighted areas.

Developer Paid Improvements

To an increasing degree developers are fundingra#l,major portion, of
transportation improvements required to make aip@evelopment projects
possible. Many of the Tier 2 projects listed irblEal2.2 rely on future
developer financing for advancement to Tier 1.TVvealability of revenue from
this category is identified in the “Other” colummTable 12.1.

12.5. Transportation System Revenue Projections

Projecting revenue over long periods — in this ca8e/ears —involves making several
assumptions which may, or may not, prove valid dwee. For example, changing social,
economic and political conditions cannot be predicyet these factors play important roles in
determining future funding levels for Street Systgnmjects. The Tier 1 revenue projections
presented in this plan are based on the Rogueysiéropolitan Planning Organization’s
Regional Transportation Plan (RTP), with adjustradiased on recent changes in the City’'s SDC
and SUF feedAs illustrated inTable 12.1 it is forecast that there will be apjrately $64

million in revenue that will be available to furttet City’s transportation projects, both non-
capital and capital needs, in the short-term, nradierm, and long term.

It is important to remember that the revenue idiextin Table 12.1 is forecast. It is
recommended that the revenue figures be re-evalaateually and appropriately adjusted.
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Table 12.1. City of Central Point Projected Transpaation Program Capital Funding 2009-2030
(Measured in 2008 dollars x 1,000)

Revenues

Local Total

Time Frame Federal" State® sSbc¢ Feed Other* Revenue
Tier 1 Short (FY2009-13) $ 2506($ 435 (% 2,604[$ 1,004({$ 1,424($ 11,895
Tier 1 Medium (FY2014-19) [ $ 735[$ 568i[$ 3,581| $ - $ 443|$ 10,446
Tier 1 Long (FY2020-2030 |$ 2,900{ $ 16,590 $ 9,670 $ - $ 12,653|$ 41,813

Tier 2 $ - |3 - |3 - [$ - |% - |8 =
Total $ 6,141[($ 26,634[$ 15855[$% 1,004{$ 14520($ 64,154

! source Rogue Valley Metropolitan Planning Orgatiize

2 City of Central Point with 3% annual inflation fac

3 City of Central Bint SUF through 2010 or

4 Developer contributions, urban renewal

12.6. Transportation Program Costs

Chapter 7 presented a comprehensive list of trategfmn projects identified as necessary to
address the City’s transportation needs betweef-a28@ 2030. Table 12.2 summarizes project
costs; including an estimate of non-capital cdstsCity sponsored projects. The costs presented
in Table 12.2 are estimates and should be updataaadly to reflect budgeted and actual
expenditures. The total estimated cost for Tierdjgets is approximately $35 million, while non-
capital costs are approximately $27 million, fdotal of $62 million. When combined with Tier

2 projects ($50 million) the total transportaticmgram is estimated to cost in excess of $112
million.

Tables 12.3 through 12.6 categorize each projeeitlasr a Tier 1 project, or a Tier 2 project.
Tier 1 projects are financially constrained, itésinecessary that sufficient revenues are availab
to complete these projects by 2030. Tier 1 prejact further prioritized by short-term (FY2009-
013), medium-term (FY2014-19), and long-term (FY@@®). Included in Table 12.3 is an
estimate of the cost of each project.

Table 12.7 provides a comparison of forecast reeegainst total costs. Based on forecast
revenue and estimated project costs there is mrfficevenue to fund the Tier 1 projects. As
with forecasted revenue, it is recommended thaptbgect costs be re-evaluated annually and
modified as necessary.
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Table 12.2. City of Central Point Projected Transpaation Program Capital Funding, 2009-2030 (Measurd

in 2008 dollars X 1000)

Tier 1
Capital Projects Tier 2
Non-Capital Funds (financially Projects Revenue¢
Time Frame Expenses | Available constrained) | (unfunded) | Surplus/(Deficit)
Tier 1 Short (FY2009-13) $ 3,70p $ 8,190( $ 7,875 $ 315
Tier 1 Medium (FY2014-19) | $ 5238 % 5213 $ 4,682 $ 531
Tier 1 Long (FY2020-2030 $ 17,965 $ 23,8481 $ 22,029 $ 1,820
Tier 2 $ = $ = $ = $ 49,986| % (49,986)
Total $ 26903]|$% 37,2511 $ 34586| % 49,986| $ (47,321)

1Source Rogue Valley Metropolitan Planning Orgatiiza
2City of Central Point with 3% annual inflation fac

3City of Central Point SUF through 2010 only
4Developer contributions, urban renewal
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Table 12.3. Teir 1 — Short Term Projects

[}
> = [3) v | e | R E
S © o|lo|8|le|l=|a2|€|s|5|5 |5 s|o |
S 08)’ S|2 7|25 § 5 8 % S 52 5 ? & | 8| & | Total Project
SR T8 |8 |s|2|c|§ 8|5 |x Q1 2/ £/131|8 Cost
ES S|o|jo|F|CL|< ||V |a|o|& O|O0| €| s
- o w o|2 |2 @
Ref. -5 O
No. Project Location Project Description Tier
Install traffic signal for
New Haven Rd. & pedestrian crossing when Tier 1
201 | Hamrick Rd. p warranted by traffic Short’ $376,072
intersection volumes and/or pedestriar]
activity.
New signalized
Hwy. 99 & Twin intersection at Hwy. 99 & Tier 1
202 | Creeks Drive RR- major | Twin Creeks Dr. and new Short’ $1,860,480
Xing/Intersection railroad crossing at Twin
Creeks Dr.
Landscape medians,
Hwy. 99, Project No. . crosswalks, off-street Tier 1,
203 1, Traffic Calming minor pathways, bike lanes, street Short $350,000
lighting, & control fencing.
. Widen to three lanes with )
S. Haskell St.; Pine St - Tier 1,
204 10 Ash St. uu c_urb, gutter, bike lanes & Short $938,160
sidewalks.
. Add protective-permissive
10th St. & Pine St. & . phasing to eastbound and Tier 1,
205 | Freeman Rd. minor $19,461
- westbound left turn Short
Intersection
movements.
Pedestrian crossings, on-
. street parking, streetscapeg )
206 ?;’:\yﬁ'i Cg ?:'alljnrq?fd No. 2 p improvements, & traffic TSI(I?IrOiI'-t $395,000
9 calming in vicinity of the
Rogue Creamery.
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[}
S o o |2 | B k=
) o |lo |8 ||l |9 | € c |g | £ 5| o _
¥ sle|3 2586|8588 5| E|S |8 2| TomPproes
b= Q © [ 5] = © =
ES Sla |[B|E|E|< |89 |8|%5 o|8|&|g|o| O
o 2| 2 8
Ref. =
No. Project Location Project Description Tier
Widen to add turn lane )
207 | 10th St HazelStto |\ | yith bike lanes & N N Tier 1, o] e o | s1678372
Lathrop sidewalks Short
Oak St.: Second -Thirg Improve alleys and parkin Tier 1
208 | & First St.: Manzanita- e Y parking N Short . $717,000
Laurel acility ort
Widen to collector )
Beebe Rd.: Gebhard L Tier 1,
209 | B4 to Harmrick Rd. uu Zt?)ri]s:\:gﬁev;ﬂh sidewalks N v Short ¢ | o $1,540,500
TIER 1 SHORT TERM COSTS $7,875,045
Table 12.4. Tier 1 - Medium Term Projects
2 -
c %) O @ £
.2 © S|l _oleolaolg S |E | = S kel
2s s|c|5|2|5|%|5|8(2|8|8 51 €S| 5] 8| Toal
s 2 =385 |5l lSs|g|S8|=|>D a S5 | £ I |
g5 o | L || 8|2 218 Slo|x|< 3 o | =5 © & | Project Cost
=0 > o & = LL L|<j 8 S 8 O % s
Ref. F S O
No. Project Location Project Description Tier
. Restrict intersection .
210 | B PinesSt & minor | movement to right-in, . . N A Tier 1, ¢ | e ‘. $135,100
Meadowbrook Dr. ) . Med.
right-out, left-in.
Beebe Rd. & Hamrick Add traffic signal for Tier 1,
211 Rd. intersection P pedestrian crossing. v Med. ¢ ¢ ¢ $647,179
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(0]
c o | o |8 <
. 2 o |lo |8 |elelald c g | S 15| o
5 cslc |32 |5|8|8|8|8|8|8 c| €S| &| 28| Tom
8¢ sl12|lg|s|z|8|s5|8|S |52 Q| 3|8| 8| & | Project Cost
ES S| (B |lr|D|<|8|?2|8|C|§ O|lo|E| g]|©
Ref. o w le) E o 3
No. Project Location Project Description 2 Tier
212 | Hwy. 99, Project No. 4 p Cupp Street Gateway. - |- SR T,\'Aegdl' ¢ ‘. $375,000
Table Rock Rd. & Tier 1
213 | South Hamrick Rd. Add Traffic Signal . SR Med. ¢ | 6] o $350,000
Intersection )
Scenic Av.: Mary's ) . )
214 | Way to Scenic Middle | uu | \Viden 3 lanes, bike lanes, | |, N y | Tierd, o | e $584,416
sidewalks. Med.
School.
Pedestrian crossings, Tier 1
215 Hwy. 99, Project No. 3 p | streetscape improvementy = . . N N Med ’ ¢ * $175,000
& traffic calming. ’
Widen west and south
approaches to add a second
eastbound left turn lane
and second receiving lane|
Restripe northbound
E. Pine St. & Hamrick . approach to include dual Tier 1,
216 Rd. Intersection MINOT | \eft turns and a single v v Med. ¢ ¢ $582,018
through-shared-right turn.
Restripe southbound
approach to include a left
turn, through, and
exclusive right turn lanes.
Traffic calming,
remove 4th St. signal,
E. Pine St. & 2nd add new signals at Tier
217 | St. & 6th St. & s | 2nd and 6th St., sl VA V| o1, . ¢ | $1,833446
3rd St. remove 3rd. St. signal Long
and install median
control.
TIER 1 MEDIUM TERM COSTS $4,682,159
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Table 12.5. Tier 1 — Long Term Projects

(0]
s © 22| 8 35
3 g % % =18 |5 § g ‘qz)‘ 2 E g 5 ? g -g @ | Total Project
58 = >l 8l s|T|lgle|gl8|=] D S 3| 8| 5| s )
ES |l o |8|E|z|<|8|v|g|3 = o| 8§81 = 3|5 Cost
=0 i S ] =
Ref. o o = kel 8
No. Project Location Project Description - 2 Tier
Widen west
E. Pine St. & . approach to add Tier 1,
218 Table Rock Rd. minor sggond eastbound ’ ’ v v Long ¢ ¢ ¢ $500,920
left turn lane.
Widen to increase
Table Rock Rd. & capacity, add Tier 1
219 | Vilas Rd. major | eastbound lane & v oW I_l ' ¢ ¢ o $799,500
Intersection shared through-right ong
turn movement
Realign, widen to 3
Gebhard Rd.: lanes, bike lanes, Tier 1
220 | UGB to Beebe uu | sidewalks, urban . J J Lona, ¢ | @ . $4,497,612
Rd. upgrade (collector ong
standards).
Realign & upgrade
291 Il:|wy 99 & B_eall major signa_ls & railroad . . . . N N Tier 1, . . . . R $3,385,600
n. intersection crossing, urban Long
upgrade.
3rd St.: E. Pine St Add bike lanes and Tier 1,
222 | 16 Hazel st. U1 sidewalks ’ v v Long ¢ $242,209
Hazel St.: Third to Pave and improve, Tier 1,
223 | 1oth st. P~ | adding sidewalks. ’ v v Long M I 4 $489,600
Scenic Av.: Tenth Widen 3 lanes, bike Tier 1
224 | St.to Scenic uu lanes, sidewalks Longy . ¢ $510,000
Middle School (collector standards)|
Widen to provide Tier 1
225 Hwy. 99: Phase 3 pb| bike lanes & . . . J Lon ’ ¢ . $450,000
sidewalks. Y
E. Pine St.; -5 to . Add right turn lane Tier 1,
226 Penninger Rd. mINOT | ith sidewalks. ’ v Long ¢ ¢ $125,012
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()
= o o | L B E
a © o | 8| = | = 0 | 2 c | £ i S _
33 s| s|5|2|5|%2|5|85|2|/8| B 51 €| T | Total Project
s g §|l &lels|e|8|s|s|S|5| 2 ol 3|8 2 Cost
ES S| @ |8 |F ||| 8|9 8|S| § ©| o| &8 ©
o w ®) ] o o)
. o © Ref.
Project Location Project Description Tier No.
Widen 3 lanes
W. Pine St,; (continuous turn Tier 1
227 | Hanley Rd. to uu | lane), bike lanes, v oW Long, 3 ¢ $1,500,000
Haskell St. sidewalks, urban 9
upgrade.
Misc. enhancements
such as bulb-outs,
. cross-walks, signals )
20g | E: Pine Street major | etc. that improve the . NN Tier 1, ¢ $3,750,000
traffic calming . Long
pedestrian
environmemt along
Pine Street.
Add bike lanes &
2nd St; E. Pine sidewalks, . Tier 1,
229 St. to Hazel St. pb redesignate as one- v Long ¢ $250,000
way southbound.
. Install a traffic ]
230 | Hwy. 99 & Scenic major | signal when signal | - . . J y | Teri, * | o ¢ $2,737,300
Av. Intersection Long
warrants are met
Widen 3 lanes, bike
Scenic Av.: Hwy. lanes, sidewalks. . . . Tier 1,
231 99 to Grant Rd. uu Box culvert v v v Long ¢ ¢ ¢ ¢ $2,737,300
developer driven
Teyir ;|| 0 2 e O
232 | Rd. to Silver UU | rban upgrade. . \ \ Long ¢ | ¢ * $52,817
Creek )
Culvert crossings (2
TIER 1 LONG TERM COSTS $20,728,350
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Table 12.6. Tier 2 Projects

g’ )
> c %) o | o |8 E
L S|l o l|le|al=E S | E | = 3 -
< s|S|E|B|5|%|E|&8|S|8|2 51 €12] 5| 8| Tom Project
o 218 |5 |2|lo|le|lw |8 |F|D S| 8| 5| S
= s |2 s |82 |2|g |8l |x|< Q o | & 3| 5 Cost
3 > |0 |0 |F | |< |02 o |8 |3 L2 I T I =
5 o w le) 2 | 2 o)
Ref. 1S5 I ©
No. Project Location B Project Description Tier
E. Pine St.. Hamrick Widen for decel/accel lanes
233 | Rd. to Bear Creek pb ; i e | e | . N No| Tier2 | e | & | $800,000
. add bike lanes and sidewalks.
Bridge
E-W Hamrick Rd. Extend Hamrick Rd. westerly
234 | extension (south of E.| nc | to intersect with Penninger . . . N Tier 2 . $1,200,000
Pine St.) Rd. (collector standards).
Freeman Rd.: Hopkins . .
235 Rd. to Beall Ln. b Rebuild to collector standards \ Tier 2 . $31,300
E. Pine St.: Bear Widen for turn lanes, bike
236 | Creek Bridge to pb | lanes, add sidewalks. And . . . \ Tier2 | ¢ . . $120,000
Peninger Rd. third lane
. Widen 3 lanes (continuous
pg7 | FreemanRd. OakSt| .\, | lane), bike lanes, | N | Tier2 | ¢ | ¢ | o $1,151,697
to Hopkins Rd. -
sidewalks, urban upgrade.
10th St.: E. Pine St. tq Widen to add continuous turi )
238 Hazel St. uu lane, bike lanes & sidewalks. ' ' Tier2 ¢ $5,955,600
. . Realign, widen to 3 lanes,
239 tC(;)r_Ia_r;t Ilz(rjhicemc AV. uu | bike lanes, sidewalks, urban| = . . N Tier 2 * * * $7,321,621
Y ) upgrade.
Extend Penninger Rd. from E.
. Pine St. south across Bear
240 | Peninger Rd. nc | Creek to Hamrick Rd. & .| . N Tier2 | o | o | o $145,800
Extension, South A
construct new bridge across
Bear Creek
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2 8 £
> c o 0 [ Q IS £
& o | |8 || |9 |E c |E€ | € |5 | o _
T s|s|E5l2|5|8|5|8(2|8|8 51 €| 2| 5| & | Total Project
2 §|2|s|lele |8 |5 8|5 |%]2 83| 8|38|5 Cost
3 S | @ E E | < 8 0 g_ S E o | O % g o
Ref. g F |5 O
No. Project Location = Project Description Tier
. .| Widen to 3 lanes, bike lanes,
241 | 31d St:HazelSt.to | min sidewalks, urban upgrade I N R Tier 2 . $7,321,629
Scenic Ave. or
(collector standards).
. Realign, widen to 3 lanes,
242 grgr;;ﬁ?_.r.] TaylorRd. 1y | pike lanes, sidewalks, urban| = | = | = J N | Tier2 ¢ | e . $1,500,000
' upgrade (collector standards).
Bursell Rd.: Beall Ln. Urban upgrade; 2 lanes, bike | | | .
243 to Hopkins Rd. uu lanes, sidewalks. v v Tier 2 ¢ ¢ $2,506,000
Upton Rd., Scenic Av. Widen to rural 2 lanes with )
244 Raymond St. Ul bike lanes, sidewalks. Tier 2 ¢ ¢ $1,584,709
Extend Penninger Rd. from E.
Pine St. north across Bear
Creek to Beebe Rd.& removg
signal at Penninger /Pine St.
245 Peninger Rd. Project n¢ and construct bridge across | = . . V Tier 2 . . $10,566,108
Bear Creek. Also, extend
Peninger Rd. south across
Bear Creek to intersect with
S. Hamrick Rd.
Freeman Rd. &
246 | Hopkins Rd. S Install new signal. . V V Tier 2 * . . $175,000
Intersection
3rd St.; E. Pine St. to Construct sidewalks, repair )
247 | ach st P | curb & gutter, N | Tier2 . $250,000
Maple St.; Hwy. 99 to Construct sidewalks, repair . )
248 | {0 st P | curb & gutter. N | Tier2 . $503,650
4th St.; Ash St. to Construct sidewalks, repair . )
249 | Codar st P | curb & gutter, N | Tier2 . $127,818
Ash St.; Hwy. 99 to Construct sidewalks, repair . )
250 Freeman Rd. P curb & gutter. v Tier2 ¢ $468,800
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g © o
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Ref. £ E 15
No. Project Location Project Description Tier
Oak St.; Hwy. 99 to Construct sidewalks, repair . )
251 Freeman Rd. P curb & gutter. v Tier 2 ¢ $558,484
Rachel Dr.; Saxbury Construct sidewalks, repair . )
252 Dr. to W. Pine St. P |cube gutter. v Tier 2 ¢ $261,193
Saxbury Dr.; Brad Construct sidewalks, repair . )
253 Wy. To Rachel Dr. P |cumbe gutter. v Tier 2 ¢ $186,800
Brad Wy.; Taylor Rd. Construct sidewalks, repair . )
254 to Saxbury Dr. P | cumbe gutter. v Tier 2 ¢ $250,000
Widen E. Pine St. to add thirg
E. Pine St.; -5 to maj | westbound through lane from . . )
255 Table Rock Rd. or | east side of Table Rock Rd. {o VN Tier 2 ¢ ¢ ¢ $7,000,000
I-5 SB off-ramp.
TOTAL TIER 2 COSTS $49,986,209
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Table 12.7. City of Central Point Projected Transprtation Program Capital Funding, 2009-2030 (Measred in 2008 dollars X 1000)

Revenues
Tier 1
Local Non- Capital Projects Tier 2
Capital Funds (financially Projects Revenue
Time Frame Federaf* Statée' sbcg Feed Other* Total Revenue Expenses Available constrained) | (unfunded) Surplus/(Deficit)
Tier 1 Short (FY2009-13) $2,506 $4,357 $2,604 $1,004 $1,424 $11,895 $3,705 $8,190 $7,875 $315
Tier 1 Medium (FY2014-19) $735% $5,682 $3,581 $0 $443 $10,441 $5,233 $5,208 $4,682 $526
Tier 1 Long (FY2020-2030 $2,90p $16,532 $9,670 $0 $12,653 $41,755 $17,965 $23,790 $22,029 $1,762
Tier 2 $0 $0 $0 $0 $0 $0 $0 $0 $0 $49,986 ($49,986)
Total $6,141 $26,571 $15,855 $1,004 $14,520 $64,091 $26,903 $37,188 $34,586 $49,986 ($47,384)

! Source Rogue Valley Metrolpolitan Planning Orgatiin
2 City of Central Point with 3% annual inflation fac

3 City of Central Point SUF through 2010 only

“ Developer contributions, urban renewal
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12.7. Transportation Financing Goals, Objectivesand Policies

GOAL 12.1: TO DEVELOP A TRANSPORTATION SYSTEM FOR T HE CENTRAL
POINT URBAN AREA THAT IS ADEQUATELY FUNDED TO MEET
THE CITY'S CURRENT AND FUTURE CAPITAL, MAINTENANCE
AND OPERATIONS NEEDS.

Policy 12.1.1. Transportation system developmbatges (SDCs), as defined by
Oregon Revised Statutes and City ordinances, wiltddlected by the
City to offset costs of new capacity developm&he City will continue
to collect SDCs as an important and equitable fogdiource to pay for
transportation capacity improvements.

Policy 12.1.2. For all Tier 2 projects the Citlyadl require those responsible for new
development to mitigate their development’s imptcthe
transportation system, as authorized in the Cerf@ht Zoning
Ordinance and Oregon Revised Statutes, concurrghttiae
development of the property.

Policy 12.1.3. The City shall continue to set-asathe-percent of its allocation of State
Highway Fuel Tax funds for creation of on-streetyble, pedestrian and
transit capital facilities.

Policy 12.1.4. When the City agrees to vacatioa ptiblic right-of-way at the request
of a property owner, conditions of such agreembati snclude payment
by the benefitted property owner of fair marketuealor the land being
converted to private ownership. Funds receivedsémrated lands shall
be placed in a trust fund for the acquisition dife rights-of-way.

GOAL 12.2: SECURE ADEQUATE FUNDING TO IMPLEMENT A S TREET
MAINTENANCE PROGRAM THAT WILL SUSTAIN A MAXIMUM
SERVICE LIFE FOR PAVEMENT SURFACE AND OTHER
TRANSPORTATION FACILITIES.

Policyl2.2.1. Assuming no changes in State fgnatiachanisms, the primary funding
sources for street system maintenance activitia b the City's
allocation of the State Highway Fuel Tax and allibma of fees
supplemented by street maintenance fees.

Policy 12.2.2. The City shall seek additionaldung sources to meet the long-term
financial requirements of sustaining a street mamance program,
including alternative modes of transportation.

Policy 12.2.3. The City shall continue to partei@ in cooperative agreements with
other State and local jurisdictions for maintenaee operation
activities based on equitable determinations opoesibility and benefit.
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GOAL 12.3: SECURE ADEQUATE FUNDING FOR THE OPERATIO N OF THE
TRANSPORTATION SYSTEM INCLUDING ADVANCE PLANNING,
DESIGN ENGINEERING, SIGNAL OPERATIONS, SYSTEM
MANAGEMENT, ILLUMINATION, AND CLEANING ACTIVITIES.

Policy 12.3.1. Assuming no changes in State ignaiechanisms, transportation
system operations shall be funded primarily from @ity’s allocation of
the State Highway Fuel Tax. Other funding soustesuld be pursued
to augment the financial requirements of providiagquate future
system operations.

Policy 12.3.2. The City shall continue to pur$eeral, state and private grants to
augment operations activities, especially in trenping and engineering
functions.
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Chapter 13 - Implementation Policies

13.1 Introduction

The transportation system goals and objectivesdibelow are broad statements of
philosophy that describe the hopes of the peopteeoCity of Central Point for the future
of their community and its transportation systeGoals and objectives have been
developed around each TSP chapter. A goal anbjective may never be completely
attainable but is used as a point toward whichrieesand should be used to monitor
future transportation strategies and improvemeRw@icies are statements that provide a
specific course of action moving the community todwvne attainment of its goals and
objectives. Each new capital improvement projesidiuse application, or
implementation measure must be consistent witlptiieies. Once adopted, the goals,
objectives, and policies, as well as the projestsJiwill become part of the City of
Central Point’'s Comprehensive Plan.

13.2 Implementation Goals and Policies by Chapter

Chapter 3 — Land Use & Forecasting

GOAL 3.1: TO EFFECTIVELY MANAGE THE USE OF LAND WIT HIN THE
CENTRAL POINT URBAN AREA IN A MANNER THAT IS
CONSISTENT WITH, AND THAT SUPPORTS, THE
SUCCESSFUL IMPLEMENTATION OF THIS
TRANSPORTATION SYSTEM PLAN.

Policy 3.1.1. The City shall manage the land elsenent of the Comprehensive
Plan in a manner that enhances livability for thigzens of
Central Point as set forth in the Transportatiorst®yn Plan.

Policy 3.1.2. The City shall continuously monimd update the Land
Development Code to maintain best practices indtaoriented
design consistent with the overall land use obyestiof the City.

Chapter 5 — Transportation System Elements

GOAL 5.1: TO MAXIMIZE, THROUGH TRANSPORTATION SYSTE M
MANAGEMENT TECHNIQUES, THE EFFICIENCY, SAFETY, AND
CAPACITY OF THE CITY'S EXISTING TRANSPORTATION
FACILITIES AND SERVICES.

Policy 5.1.1.  The City shall make every effonti@intain mobility standards that
result in a minimum level of service (LOS) “D.” gity defines LOS D
as the equivalent to a volume-capacity ratio of 0.9

Policy 5.1.2.  The City shall facilitate implematin of bus bays by RVTD on transit
routes as a means of facilitating traffic flow chgipeak travel periods.
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The feasibility, location and design of bus bayalldbe developed in
consultation between the City and RVTD

GOAL 5.2: TO EMPLOY ACCESS MANAGEMENT STRATEGIES TO ENSURE
SAFE AND EFFICIENT ROADWAYS CONSISTENT WITH THEIR
DESIGNATED FUNCTION.

Policy 5.2.1.  The City shall prepare, adopt, amdain, either within the zoning
ordinance or the Public Works Standards and Datalsual, access
management standards based on best practices.

Policy 5.2.2.  The City shall implement the acaassiagement strategies presented in
the Access Management Plan for Front Street (Higl@)/Pine Street
and the Central Point Highway 99 Corridor Plan.

GOAL 5.3: TO REDUCE THE DEMANDS PLACED ON THE CURRE NT AND
FUTURE TRANSPORTATION SYSTEM BY THE SINGLE-OCCUPANT
VEHICLE.

Policy 5.3.1.  The City shall serve as a leadingnegie for other businesses and
agencies by maximizing the use of alternative partation modes
among City employees through incentive progranise Jity shall
provide information on alternative transportatiorodes and provide
incentives for employees who use alternativesdaitigle-occupant
automobile.

Policy 5.3.2.  The City shall offer flexible schig and compressed work-week
options whenever feasible, as a way of reducinggirdemand. The City
shall encourage employees to telecommute, whefeasble.

GOAL 5.4: TO REDUCE THE VEHICLE MILES TRAVELED (VMT ) IN THE
CENTRAL POINT URBAN AREA BY ASSISTING INDIVIDUALS | N
CHOOSING ALTERNATIVE TRAVEL MODES.

Policy 5.4.1.  The City shall encourage major ergpts to promote work
arrangements providing an alternative to the 8-tex&rk schedule.
These arrangements shall include, but are not éichtb, employee flex-
time programs, staggered work hours, and compressel weeks.

Policy 5.4.2.  The City shall encourage major ergpts to promote telecommuting
where feasible.

Policy 5.4.3.  The City and major employers shati@irage ridesharing by making
ridesharing more convenient.

Policy 5.4.4.  The City shall encourage major ergpts to work with RVTD to adopt
trip reduction goals designed to reduce site vehictriip generation.

GOAL 5.5: Transportation demand management (TDM) masures promoted by
the City shall be consistent with the Regional Trasportation Plan
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strategies aimed at reducing reliance on the singteccupant vehicle
(SOV) and reducing vehicle miles traveled (VMT) percapita.

Chapter 6 — Transportation System Elements

GOAL 6.1: TO MANAGE AUTOMOBILE PARKING WITHIN THE
CENTRAL POINT URBAN AREA AS NECESSARY TO
EFFECTUATE REDUCTIONS IN PARKING SPACES
CONSISTENT WITH STATE AND REGIONAL GOALS.

Policy 6.1.1.

Policy 6.1.2.

Policy 6.1.3.

The City shall manage the supplyraipen, enforcement and
demand for parking in the public right-of-way tocenrage
economic vitality, traffic safety, transportatiopssem efficiency,
and livability of neighborhoods.

Except within the Central Businesstit, where on-street
parking is considered an element of the CentralifBass District’s
economic vitality, the provision for on-street packis second in
priority to the needs of the travel modes (i.ehicle, transit,
bicycle, pedestrian) using the street right-of-wayd shall be
removed when necessary to facilitate street widgnin

In those areas where demand existadequate supply of off-
street carpool and vanpool parking spaces shalptorided. The
location of these spaces shall have preference thaese intended
for general purpose off-street parking.

GOAL 6.2: TO PROMOTE AND MANAGE THE PARKING NEEDS OF THE
CENTRAL POINT URBAN AREA IN A MANNER THAT
REASONABLY BALANCES THE DEMAND FOR PARKING
AGAINST THE USE OF TRANSIT, BICYCLE, AND PEDESTRIAN
TRANSPORTATION MODES, WHILE MAINTAINING THE
ECONOMIC VITALITY AND NEIGHBORHOOD LIVABILITY.

Policy 6.2.1.

Policy 6.2.2.

The City shall prepare, adopt and main parking standards that
reflect best parking practices that further the kiag goals of the
City.

The City shall prepare, adopt, andnten effective development
standards for paved off-street parking areas tdude provisions
for landscaping, planting strips, pedestrian wallsacurbs, and
sidewalks.
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Chapter 7 — Streets System

GOAL 7.1: PROVIDE A COMPREHENSIVE STREET SYSTEM THA T
SERVES THE PRESENT AND FUTURE MOBILITY AND
TRAVEL NEEDS OF THE CENTRAL POINT URBAN AREA,
INCLUDING PROVISIONS FOR BICYCLE AND PEDESTRIAN
FACILITIES.

Policy 7.1.1. The City shall fulfill its systewde travel capacity needs through
the use of multiple travel modes within the pubtibts-of-way.

Policy 7.1.2. The City’s street system shalltaona network of arterial and
collector streets and highways that link the ceintire area and
major industry with regional and statewide highways

Policy 7.1.3. The City shall prepare, adopt, andintain street design
standards consistent with the policies of this TSP.

Policy 7.1.4. The City shall prepare, adopt, andintain standards that
promote connectivity of the street system congistih the
Functional Classification Map.

Policy 7.1.5. The City shall actively pursue stoaction of I-5 interchange
improvements at Pine Street.

Policy 7.1.6 The City shall prepare, adopt, anaintain design standards for
its streets to safely accommodate pedestrian, l@@md motor
vehicle travel as has been accomplished in the Dricts.

Policy 7.1.7. The City Standards and Detailslidb@the basis for all street
design within the Central Point urban area.

Policy 7.1.8. Wherever possible the City shatbrporate safely designed,
aesthetic features into the streetscape of itsipulghts-of-way.
These features may include: street trees, shiars grasses;
planting strips and raised medians; meandering\s@l&s on
arterial streets; and, in some instances, strestifure, planters,
special lighting, public art, or non-standard pagimaterials.

Policy 7.1.9. When existing streets are widesregkconstructed they shall be
designed to the adopted street design standardséappropriate
street classification where practical. Adjustmetiotshe design
standards may be necessary to avoid existing t@uiacal
constraints, historic properties, schools, cemetgrproblems with
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right-of-way acquisition, existing on-street parggiand significant
cultural features. The design of the street shalkensitive to the
livability of the surrounding neighborhood.

Policy 7.1.10. The City shall work with federdhte and local government
agencies to promote traffic safety education andrawess,
emphasizing the responsibilities and courtesiesired of drivers,
cyclists, and pedestrians.

Policy 7.1.11. The City shall place a higher pitypon funding and constructing
street projects that address identified vehicubacycle, and
pedestrian safety problems than those projectsdblaly respond
to automotive capacity deficiencies in the strgstem.

Exceptions are those capacity improvements thatlasggned to
also resolve identified safety problems.

Policy 7.1.12. The City shall select street imgmoent projects from those listed
in the Central Point Transportation System Plan wheking
significant increases in system capacity or brimganterial or
collector streets up to urban standards. The sele®f
improvement projects should be prioritized basedamsideration
of improvements to safety, relief of existing catiga, response to
near-term growth, system-wide benefits, geograpbigty, and
availability of funding.

Policy 7.1.13. To maximize the longevity of #&pital investments, the City shall
design street improvement projects to meet existavgl demand,
and whenever possible to accommodate anticipateagkidemand
for the next 20 years for that facility.

Policy 7.1.14. The City shall involve represeivizs of affected neighborhood
associations, citizens, developers, surveyors,nesging and
planning professionals in an advisory role in thesidn of street
improvement projects.

Policy 7.1.15. The City shall require Traffic lagp Analyses as part of land use
development proposals to assess the impact thavelapment
will have on the existing and planned transportatsystem and to
identify reasonable on-site and off-site improvets@ecessary to
mitigate impacts.

Policy 7.1.16. The City may require new develagre pay charges towards
the mitigation of system-wide transportation imgaateated by
new growth in the community through establishede$tBystem
Development Charges (SDCs) and any other stresttifie are
established by the City.
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Chapter 8 — Bicycle and Pedestrian System

GOAL 8.1: TO PLAN FOR AND FACILITATE THE INCREASED USE OF
BICYCLE TRANSPORTATION IN THE CENTRAL POINT
URBAN AREA BY ASSURING THAT CONVENIENT,
ACCESSIBLE AND SAFE BICYCLE FACILITIES ARE
PROVIDED®.

Policy 8.1.1.

Policy 8.1.2.

Policy 8.1.3.

Policy 8.1.4.

Policy 8.1.5.

Policy 8.1.6.

Policy 8.1.7.

The City of Central Point recognib&sycle transportation as a
necessary and viable component of the transportaystem, both
as an important transportation mode, and as angaiality
improvement strategy.

The Bicycle Element of this planlisterve as the Central Point
Bicycle Master Plan.

The City of Central Point shall pregsively develop a linked
bicycle network, focusing on, but not inclusivéhe arterial and
collector street system, and concentrating on ttoeipion of
bicycle lanes, to be completed within the planmagod (20
years). The bikeway network will serve bicyclisteds for travel
to employment centers, commercial districts, traosnters,
schools, institutions and recreational destinations

The City of Central Point shall udleagportunities to add bike
lanes in conjunction with road reconstruction amdstriping
projects on collector and arterial streets.

The City of Central Point shall miaiim public improvement
standards that assure that the design of all streeid public
improvement projects facilitate bicycling by prawigl proper
paving, lane width, traffic control, storm drainageates, striping,
signage, lighting, parking, etc.

The City of Central Point shall prepaadopt, and maintain on-
site development standards that assure the provisidicycle
access, parking, racks and/or shelters in busidesglopments,
institutions, duplexes and multi-family developraeartd other
locations where bicycle parking facilities are rémeal.

The City of Central Point shall soppthe local transit provider in
their efforts to facilitate “bikes on buses” andclgcle facilities at
transit stations and stops.

% 0OAR 660-012-0020(2)(d)
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Policy 8.1.8. Except within the Central Businesstiixt, the City of Central
Point shall give priority to bicycle traffic overlpking within
public rights-of-way designated on the Bicycle Magtlan or
otherwise determined to be important bicycling esut

Policy 8.1.9. The City shall require pedestriarddnicycle easements to provide
neighborhood connectors and reduce vehicle tripe City shall
modify the street vacation process so pedestriahlacyclist
through access is maintained.

GOAL 8.2: THE CITY WILL PROMOTE BICYCLE SAFETY AND
AWARENESS.

Policy 8.2.1. The City of Central Point shall aelly support and encourage
local and state bicycle education and safety praggantended to
improve bicycling skills, observance of laws, andrall safety for
both children and adults.

Policy 8.2.2. The City shall consider the usehefrnedia, bicycle committees,
bicycle plans and other methods to promote usecgtling for
transportation purposes.

GOAL 8.3: TO FACILITATE A COMPREHENSIVE SYSTEM OF
CONVENIENT, ACCESSIBLE AND SAFE SIDEWALKS AND
WALKWAYS THAT WILL ENCOURAGE AND INCREASE
PEDESTRIAN TRAVEL THROUGHOUT THE CENTRAL POINT
URBAN AREA.¥

Policy 8.3.1. The City shall establish and mamia Sidewalk Construction
Program to complete the pedestrian facility network

Policy 8.3.2. Sidewalks and walkways shall complat access to transit
stations/stops and multi-use paths. Activity centechools and
business districts should focus attention on armberage
pedestrian travel within their proximity.

Policy 8.3.3. The City of Central Point shall miain standards that require
sidewalk and pedestrian access and standards fprawement,
i.e. crosswalks at signalized intersections andhhiglume
pedestrian areas such as the Central BusinessibBlistrAll road
construction or renovation projects shall includdesvalks.

Policy 8.3.4. The City shall require pedestriardaicycle easements to connect
neighborhoods and reduce vehicle trips. The Cigflshodify the

3" OAR 660-012-0020(2)(d)
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street vacation process so pedestrian and bicyitirstugh-access
is maintained.

Policy 8.3.5. Pedestrian walkway or accesswayneactions shall be required
between adjacent developments when roadway coonsatannot
be provided.

Policy 8.3.6. The City shall prepare a plan angplement a multi-use trail
system, using linear corridors including, but natited to: utility
easements, rail lines, Bear Creek, Griffin Creackson Creek
and other creeks that complement and connect teitiesvalk
system.

GOAL 8.4: TO ENCOURAGE EDUCATION SERVICES AND PROMOTE
SAFE PEDESTRIAN TRAVEL TO REDUCE THE NUMBER OF
ACCIDENTS INVOLVING PEDESTRIANS.

Policy 8.4.1. The City of Central Point shall encage schools, safety
organizations, and law enforcement agencies toigeov
information and instruction on pedestrian safesuiss that focus
on prevention of the most important accident protde The
programs shall educate all roadway users of theivifeges and
responsibilities when driving, bicycling and walgin

Policy 8.4.2. The City shall include in the Sid#nConstruction Program
(Policy 9.1.1) inclusion of a street lighting syste

Policy 8.4.3. The City shall prepare, adopt, anaintain standards for the
separation of pedestrian traffic from auto traffio streets and,
where determined appropriate, in parking lots.

Chapter 9 — Public Transit System

GOAL 9.1: IN COOPERATION WITH TRANSIT PROVIDERS, FA CILITATE
THE PROVISION OF A TRANSIT SYSTEM THAT PROVIDES
CONVENIENT AND ACCESSIBLE TRANSIT SERVICES TO THE
CITIZENS OF THE CENTRAL POINT URBAN AREA. *

Policy 9.1.1. The City shall work with RVTD ta@eurage transit services that
meet the City’s transit needs.

Policy 9.1.2. To encourage accessibility and @ased ridership, the City shall
continue to encourage future transit-supportivedarses, such as
mixed uses, multiple-family, and employment cerntebe located
on or near transit corridors.

380AR 660-012-0020(c)
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Policy 9.1.3. The City shall prepare, adopt, angintain development
standards and regulations facilitating accessililib transit
services through transit-supportive streetscapbgdsusion, and
site design requirements that promote pedestriahtaaycle
connectivity, convenience and safety.

GOAL 9.2: INCREASE OVERALL DAILY TRANSIT RIDERSHIP IN THE
CENTRAL POINT URBAN AREA, TO MITIGATE A PORTION
OF THE TRAFFIC PRESSURES EXPECTED BY REGIONAL
GROWTH.

Policy 9.2.1. Through Transportation Demand Marmagat efforts, the City
shall work with Central Point employers and othewgrnment
agencies to increase commuter transit ridership.

Chapter 10 — Rail and Aviation System

GOAL 10.1: TO PROVIDE EFFICIENT, SAFE, AND EFFECTIV E
MOVEMENT OF GOODS, SERVICES AND PASSENGERS BY
RAIL WHILE MAINTAINING THE QUALITY OF LIFE FOR THE
CITIZENS OF THE CENTRAL POINT URBAN AREA. *

Policy 10.1.1. The City shall encourage both fintignd passenger service as
part of statewide rail transportation planning et

Policy 10.1.2. The City shall prepare, adopt, angintain site development
standards that mitigate railroad noise and vibratio

GOAL 10.2: TO PROVIDE EFFICIENT, SAFE, AND EFFECTIV E
MOVEMENT OF PEOPLE AND GOODS VIA INTER-MODAL
CONNECTIONS WITH THE ROGUE VALLEY
INTERNATIONAL-MEDFORD AIRPORT. *

Policy 10.2.1. The City shall support the Rogu#ieyal ransportation District
efforts to provide service to the Rogue Valleyrimgonal Airport
from established routes serving Central Point.

Chapter 11 — Freight System

GOAL 11.1: TO IDENTIFY AND MAINTAIN A TRUCK FREIGHT  SYSTEM
WITHIN THE CITY THAT SERVES THE CITY’S AND REGION’S
FREIGHT NEEDS IN AN EFFICIENT AND SAFE MANNER,

390AR 660-012-0020(2)(e)
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WITH MINIMAL ADVERSE IMPACTS ON ADJACENT LAND
USES.

Policy 11.2.1. The City shall cooperate with tARéMRPO, Jackson County,
ODOT and the City of Medford in the coordinatiordesign,
funding, and improvement of the freight systemiwitie City that
enhances freight movement, while improving thealveapacity
of the City’s street system.

Policy 11.2.2. The Freight System Map presentdedgare 11.2 shall be
considered by the City as the official freight msystem for the
City of Central Point. The design and improvenwdrihe street
system designated on the Freight System Map stadnamodate
large vehicles typical of freight movement.

Policy 11.2.3. The City shall ensure access tokifueight via the local street
system, with emphasis on maintaining and effi@euwl safe
designated truck route system.

Chapter 12 — Transportation System Financing

GOAL 12.1: A TRANSPORTATION SYSTEM FOR THE CENTRAL POINT
URBAN AREA THAT IS ADEQUATELY FUNDED TO MEET THE
CITY’'S CURRENT AND FUTURE CAPITAL, MAINTENANCE
AND OPERATIONS NEEDS.

Policy 12.1.1. Transportation system developmbkatges (SDCs), as defined by
Oregon Revised Statutes and City ordinances, wittdllected by
the City to offset costs of new capacity developméhe City will
continue to collect SDCs as an important and edpétdunding
source to pay for transportation capacity improveise

Policy 12.1.2. For all Tier 2 projects the Citlyadl require those responsible for
new development to mitigate their development’sastgpto the
transportation system, as authorized in the Cerfa@ht Zoning
Ordinance and Oregon Revised Statutes, concurréhttie
development of the property.

Policy 12.1.3. The City shall continue to set asitie-percent (1%) of its
allocation of State Highway Fuel Tax funds for ¢iea of on-
street bicycle, pedestrian and transit capital fitieis.

Policy 12.1.4. When the City agrees to vacatioa ptiblic right-of-way at the
request of a property owner, conditions of sucheagrent shall
include payment by the benefitted property ownéaioimarket
value for the land being converted to private ovehgr. Funds
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received for vacated lands shall be placed in attfund for the
acquisition of future rights-of-way.

GOAL 12.2: SECURE ADEQUATE FUNDING TO IMPLEMENT AS TREET
MAINTENANCE PROGRAM THAT WILL SUSTAIN A
MAXIMUM SERVICE LIFE FOR PAVEMENT SURFACE AND
OTHER TRANSPORTATION FACILITIES.

Policyl2.2.1 Assuming no changes in State funghaeghanisms, the primary
funding sources for street system maintenanceiesishall be
the City’s allocation of the State Highway Fuel Eaod allocation
of fees supplemented by street maintenance fees.

Policy 12.2.2 The City shall seek additional fungdsources to meet the long-
term financial requirements of sustaining a stne@tintenance
program, including alternative modes of transpadat

Policy 12.2.3 The City shall continue to parteti@ in cooperative agreements
with other State and local jurisdictions for mainégce and
operation activities based on equitable determumradiof
responsibility and benefit.

GOAL 12.3: SECURE ADEQUATE FUNDING FOR THE OPERATIO N OF THE
TRANSPORTATION SYSTEM INCLUDING ADVANCE
PLANNING, DESIGN ENGINEERING, SIGNAL OPERATIONS,
SYSTEM MANAGEMENT, ILLUMINATION, AND CLEANING
ACTIVITIES.

Policy 12.3.1. Assuming no changes in State fighdiechanisms, transportation
system operations shall be funded primarily froe @ity’s
allocation of the State Highway Fuel Tax. Otherdung sources
should be pursued to augment the financial requemis of
providing adequate future system operations.

Policy 12.3.2. The City shall continue to puréederal, state and private grants
to augment operations activities, especially inphenning and
engineering functions.

CHAPTER 13 — IMPLEMENTATION POLICIES
Page 149 of 161



